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Executive Summary

Senate Bill 743 (SB 743) fundamentally change d transportation impact analysis under the
California Environmen tal Quality Act (CEQA) .

On September 27, 2013, Governor Jerry Brown signed SB 743 into law and started a process intended to
fundamentally change transportation impact analysis under the CEQA. Specifically, the legislation directed
the St at e o0dffice®BAlanning anchReseédrch (OPR), which oversees CEQA compliance, to
consider different metrics for identifying transportation impacts and make corresponding revisions to the
CEQA GuidelinesThe goal of this legislation and the pursuant change in metrics was to reform
transportation impact analysis such that it was more in line with other statewide goals pertaining to infill
development, reduction of greenhouse gases (GHG), and promotion of public transit and active
transportation.

As a result of changes to the CEQA Guidelineghere are several changes in general transportation impact
analysis metrics, methods, and thresholds. As a lead ageng, the Town of Los Gatoswill need to make
several policy decisions to implement these changes. Thisdocument discusses the background of the
changes, and provides detailed technical information pertaining to decisions the Town will need to make.
The Summary of Decisions, Options, and Recommendations , presented as Appendix A and in the
matrix at the end of this Executive Summary, provides an abbreviated overview of thisdocumentsd
contents and corresponding action items and decision points.

At the end or within Chapters 3 through 6, the decision options, limitations and considerations are
summarized, which matchesthe decisions matrix (Appendix A ). Also included in these summaries are two
draft threshold recommendations. These recommendations were presentedto Town Council on February
18, 2020 as the following options:

A Option 1: Rely on the OPRTechnical Advisorythresholds

A Option 2: Set thresholds consistent with the General Plan future year VMT projections

Since the Town Council hearing, Caltrans releasedhas released its draft Transportation Impact Study Guide
(February 28, 2020) endorsing the VMT thresholds published in the OPRTechnical Advisory Caltrans does
acknowledge that each lead agency has the discretion to set its own significance thresholds, and they will
be reviewing the evidence presented by any agency that uses a threshold that differs from those in the
Technical Advisory

To help explain the threshold options in more detail, each section of the document package includes a
description of these thresholds.



Background
VMT replaces vehicle delay as an indicator of environmental impacts.

At its core, SB 743 removes the use of vehiclelevel of service (LOS) as an indicator of environmental

impacts under CEQA. LOS is a traditional measure of vehicular delay, or the additional driving time

encountered by drivers during congested time periods. Instead of me asuring vehicle delay, OPR

recommends considering a projectds effect on total wvehicl

VMT can briefly be described as the product of a proje
of those trips. For instance, if a projed generates 100 daily vehicle trips, each with an average length of
five miles, that project generates 500 daily VMT.

VMT is related to many of the side effects created by vehicle travel. In gasoline or dieselpowered vehicles,
VMT is directly related to total GHG production and other tailpipe emissions. VMT also serves as an
indicator of total regional congestion by measuring how much traffic a project is generating on a
macroscopic scale.

However, VMT does not accurately predict changes such as increasedelay at intersections near a project,
or how traffic will affect roadways immediately surrounding a project , in the same way traditional traffic
analysis would. It is more focused on how efficiently designed and located a land use project might be ;
whether the project is located near a wide variety of jobs, housing, or retail uses; and whether alternative
modes of transportation are available.

As a lead agency, the Town must make several key policy decisions to comply with SB743.

Because reporting the VMT associated with a given project or plan requires a different method than
traditional traffic analysis, the Town will need to set clear guidelines and expectations for how a VMT
analysis should be conducted. With the CEQA Guideline expectations for an environmental impact
analysis in mind, thisdocument discusses s@eral questions, grouped by the specific decisions about VMT
metrics, VMT calculation methods, VMT significance thresholds, and VMT mitigation actions! We
highlight op tions and limitations fo r each question from a technical transportation planning and
engineering perspective with a particular emphasis on addressing the CEQA Guidelinesxpectations for
an environmental impact analysis.

1. VMT Metrics : What form of VMT metrics could be used?

2. VMT Calculation Methods : What methods are available to use in estimating and forecasting
VMT?

3. VMT Impact Significance Thresholds :Is the use of VMT impact screening desired?What is
the VMT impact significance threshold for land use projects and land use plansunder
baseline conditions? What is the VMT impact significance threshold for land use projects

1 Typical CEQA practice focuses on environmental effects that occur on a typical weekday, so all references to VMT in
this document are intended to mean VMT that occurs on a typical weekday.
e
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under cumulative conditions? What is the VMT impact significant threshold for transportation
projects under baseline conditions?
4. VMT Mitigation Actions : What VMT reduction mitigation strategies are feasible?

Each of these questions is discussed in greater detail in its own section of thisdocument, along with a
section discussing other aspects ofthe CEQA process that may be affected bythese changes Those
sections are summarized below.

VMT Metrics
VMT can be measured and expressed in multiple ways.

The first decision facing the Town is which VMTmetrictous e t o express a projectds tr
VMT metrics fall into two general categories: absolute VMT and per capita VMT. Per capita VMT is also

referred to as an efficiency metric, as it does not vary directly with project size. Based on our exanple

above, if a project generates 100 daily trips at an average offive miles per trip, the absolute project

generated VMT is 500 vehicle miles per day.If that project is a small office employing 25 people, the per

capita VMT is 20 VMT per employee(a per capita or VMT efficiency metric).

Table ES-1 summarizes the common VMT metrics available to the Town.

Table ES-1: Summary of Common VMT Metrics

Recommended by VMT used for other

o -
VMT Metric Definition OPR CEQA Sections?

Yes, forland use

Total Project Generated Daily VMT of all vehicle trips, vehicle types, plans, and discussed

VMT and trip purposes for all project land uses, in Appendix 1 of the Yes
presented as a total project generated VMT. OPRTechnical
Advisory.

No, although may
be helpful for

Total Project Gen erated . . . . . .
) Daily VMT of all vehicle trips, vehicle types,  mixed-use projects

VMT per Service

Population 3 (aka Total apq trip purposes for all prolect land uses, and comparlng land Yes
. divided by the sum of residents plus use scenarios,
Project Generated VMT .
employees. particularly when
Rate) .
using a travel
forecasting model.
Yes for residential
Partial Home -Based VMT generated by light-duty vehicles for all  projects on page 5
VMT per Resident® (aka trips that begin or end at a residential land and Appendix 1 of No
Home -Based VMT Rate) use, divided by residents. OPRTechnical

Advisory.
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Table ES-1: Summary of Common VMT Metrics

Recommended by VMT used for other

Q0 o
VMT Metric Definition OPR CEQA Sections?

Yes for office

Partial Home -Based VMT by light-duty vehiclesonly for work roiects on bade 6
Work VMT per trips (that is, trips that have one end at a pro) p 9
3 . and Appendix 1 of No
Employee> (aka Home -  workplace and one end at a residence) OPRTechnical
Based Work VMT Rate) divided by number of employees. T

Yes for retail

VMT that occurs within a selected .
projects and

geographic boundary (e.g., Town/City,

Projectds Ef . ; transportation
- County, or region) by any type of vehicle. .
within the Boundary of a . . projects on pages 5,
" This captures all on-road vehicle travel on a Yes
Specific Area (aka 6 and 23 and
roadway network for any purpose and )
Boundary VMT) . . . Appendix 1 of the
includes local trips as well as trips that pass .
through the area without stoppin OPRTechnical
9 pping Advisory.

1. Each VMT metric is an option for baseline and/or cumulative impact analysis.

2. With the exception of Total Project Generated VMT per Service Population, each VMT metric listed in this table are
described in the OPRTechnical Advisory on Evalating Transportation Impacts in CEQA(December 2018). See pages 5, 6
and 23, and Appendix 1 of the OPRTechnical Advisory

3. Total project generated VMT is derived from this VMT rate.

4. The project generated VMT accounting is similar to an origin-destination accounting used for many Climate Action Plans.

5. A partial VMT estimate.

Source: Fehr & Peers, 2020.

Total VMT and Partial VMT

Total VMT metrics include all types of VMT captured by a travel forecasting model, regardless of the type
of wvehi cl epupose. tnipractice,ithis méass the metric includes visitor trips, medium-duty and
heavy-duty vehicles, public transit buses, and other types of vehicle miles that might not be captured in
the most common partial VMT metrics. Partial VMT refers to the use of only particular trip purposes
and/ or vehicle types for assessing a projectds i mpacts.
use in analyzing office and residential projects are partial VMT metrics, because they include only light
duty passenger vehiclesand only trips for a specific purpose or made by a specific population.

The benefit of partial VMT metrics is that they allow for sketch-level analysis using findings from a prior
model run, they are easier to understand and visualize, and for $ngle land usesthat are similar to existing
development patterns they are likely reflective of the same impact patterns as would be present with
analysis of total VMT. Understanding where built environment conditions lead to VMT-efficient residential
and workplace activity is substantial evidence that could help support conclusions that adding similar land
uses to those areas would create similar outcomes. For projects that may be subject to further scrutiny,
only reporting a portion of VMT from select tri p purposes and limiting the VMT to light -duty vehicles
could be considered an incomplete analysis of VMT.

iv .i



Project Generated VMT and Projectds Effect on VMT

VMT metrics also differentiate between projectgener at ed VMT and a projectds eff
generated VMT is similar to current transportation impact analysis practice of using daily trip generation :

to estimate the daily project generated VMT, the daily trips are multiplied by the distance traveled by each

daily vehicletrip. T h e pr otjpreVMT ihsseadeebafuaesthe change in total on-road travel within a

geographic areaboundary before and after the project is built (referred to as boundary VMT in this

document). An often-cited example of how a project can affect VMT is the addition of a grocery store in a

food desert. Residents of a neighborhood without a grocery store have to travel a great distance to an

existing grocery store. Adding the grocery store to that n eighborhood will shorten many of the grocery

shopping trips and reduce the VMT to/from the neighborhood. While the new storeitselfwilo gener at e 6

many daily trips,i n t hat there wil/l be many car s dtoithgenegllyi n and o
attract those trips away from other grocery stores located farther away. If the boundary VMT in the area

served by all the local grocery storeswere to be assesseqit is likely that the total amount of driving in

that area will have decreased rather than increase.

Key Take-Aways
In deciding what form of VMT metric to use, the Town should consider the following options:

1. Total Project GeneratedVMT

2. Total Project Generated VMT per Service Populatior?

3. Household generated VMT per Resident (requires an acivity/tour -based travel forecasting
model)

4. Home-Based VMT per Resident (a artial VMT estimate)

5. Home-Based Work VMT per Employee (a partial VMT estimate)

6. Proj ect 6s Baitfinghe Bouondary of &Specific Area(Boundary VMT)

Metrics such as Home Based VMT per Resident and HomeBased Work VMT per Employeerepresent
partial VMT (i.e., some vehicle types and trip purposes are excludedrom the calculation). This may be
acceptable for screening purposes but not for a complete VMT impact analysis. Whenselecting VMT
metric(s), it is useful to keep in mind that the expectations of CEQAIs to disclose the potential effects of a
project on the environment and the practical consideration of using the same (or different) VMT metrics
for the various topic sections of an environmental analysis d transportation, air quality, GHGand energy
consumption.

2 Service population includes residential population plus employme nt and may include students or visitors; it is
intended to include all independent variables used in estimating trips.



VMT Calculation Methods
VMT can be calculated using several methods.

The most common method of calculating the VMT metrics listed in Table ES-1 is through a travel

forecasting model. A travel forecasting model uses aspecialized softwareand are designed to reflect the

interactions between different land use and roadway elements in a large area. The two travel models most

commonly used to assess prgects in Los Gatosare the Santa ClaraValley Transportation Authority (VTA)-

City/County Association of Governments of San Mateo County (C/CAGBi-rCount y MoAdT&vel ( 0

Model 6), and TravédrvelModel 6 Dnewh{ OMTCs mapolimhai ned by the
Transportation Commission (MTC)and used for large-scale regional planning efforts. There is also a

statewide model developed by Caltrans, though the level of analysis is at such a large scale that it is

typically used to evaluate interregional travel and freight movements rather than localized land use

changes.

In some cases where a trael model is not available or not appropriate, VMT can be estimated using
sketch models or spreadsheet tools. VMT can also be estimated directly bymultiplying the number of
trips by an average trip length. Trips can be estimated using the results of localtrip generation surveys or
published trip generation rate data .

Key Take-Aways

Practically speaking, the use of a travel model is preferable for projects large enough to be accurately
represented in that model. In areas under the Townd mirisdiction, use of the VTA Travel Model is most
appropriate for this analysis. Appendix B summarizesthe activity-based (also called tour-based) MTC
TravelModel, and the trip-based VTATravel Model, including their analytical strengths and weaknesses.

Some limitations of these methods include the following:

A statewide and regional models have limited sensitivity and accuracy for local scale applications
off the shelf.

A Regional and local models often truncate trips at model boundaries.

A sketch and spreadsheet tools do not capture the ¢project effect on VMT.6

For smaller projects, use of anon-model accounting method may be more appropriate due to their scale
and ease of use The Town may wish to set guidance as to which types of projects will generally be
required to perfor m VMT analysis using a travel forecasting mode| and which canbe performed using
non-mo d e lc oduAnct i n g (Many).fOaedpsténtial planning tool that may be appropriate for most
small- to medium -sized projects in the forthcoming Santa Clara Countywice VMT Estimation Toolunder
development by the VTA

=



VMT Impact Significance Thresholds

The Town has discretion to decide what constitutes a significant impact to
the environment.

SB 743 changes the focus of transportation impact analysis in CEQArom measuring impacts to drivers, to
measuring the impact of driving. The Town has discretion to set its significance threshold for VMT
impacts, provided that the basis for that threshold is grounded in substantial evidence. With regard to
establishing thresholds for VMT, lead agencies have at leastfour options:

1.

Use Screening Criteria . The concept of project screening is that some projects have
characteristics that readily lead to the conclusion that they would not cause a VMT impact,
and therefore could be screened out of doing a detailed VMT analysis. Some types of
screening criteria include transit proximity, low-VMT area,local-serving retail, transportation
projects that do not add capacity, and projects with no net VMT increase.

Rely on the OPR Technical Ad visory suggestion to set thresholds consistent with state

goals for air quality , GHG and energy conservation . The OPRTechnical Advisorycontains
suggested VMT thresholds. The basic suggested threshold is that each project achieves a
VMT level that is at least 15% below baseline conditions. In the case of theTown of Los Gatos
i t s o0r e g imoshligelywethelnide-county Bay Area.

Use a threshold adopted or recommended by another public agency consistent with

lead agency air quality, GHG reduction, and energy conservation goals. The CEQA
Guidelinesoffer the option for an agency to use a threshold that is adopted or recommended
by another agency, as long as that decision is supported by substantial evidence.

Other state agencies, such as Caltrans iad the California Air Resources Board (CARB), have
technical expertise that is relevant to this topic.

Recent CARB publications havedentified that new land use projects could contribute to

these statewide goals by achieving total project generated VMT levels of at least 14.3% below
the existing baseline (the CARB report does not
average or some other baseline). For light-duty vehicles only, CARB cites d.6.8%reduction
below baseline (2018) averageVMT. However, the CARB analysis assumes that all of the
regions in the state will meet the GHG reduction targets set in their Regional Transportation
Plans and Sustainable Communities Strategies (RTP/SCS); thus far, indications are that not all
regions are meeting those targets, and vehicular travel in California (at least prior to the
COVID 19 pandemic) has been increasing rather than decreasingover the past several years.
Further, the CARB analysis does not account for any future increases in the use of
Transportation Network Companies (such as Uber and Lyft) or commercial delivery services,
nor does it envision the potential for development of autonomous vehicles or any other
emerging transportation innovations. Therefore, there is growing evidence that the VMT



reduction values from the CARB publication may no
GHG goals. $ould current VMT generation tren ds persist, the threshold may need to increase
to 25% below baseline (2018) average of jurisdiction (all vehicles).

Cdtrans has released draftguidance endorsing the VMT thresholds published in the OPR
Technical Advisory Caltrans does acknowledge thateach lead agency has the discretion to set
its own significance thresholds, and they will be reviewing the evidence presented by any
agency that uses a threshold that differs from those in the Technical Advisory

Separately, Caltrans has released draftit er i m Gu iDetarmicirey CBQA Significance

for GHG Emissions for Projects on the State Highway Systém t recanimends that any

increase in GHG emissions would constitute a significant impact This has been referred to as

the OoONet Zero VMT thresholdd6. While Caltrans has
be applied only to transportation projects, itdoesrai se a question about wheth
VMT6 t hreshol d s h dwaldndusaprogecs abdplars.pp | i e d

4. Develop jurisdiction -specific VMT thresholds consistent with the existing General Plan.
Agencies may decide to set their own thresholds, which should be supported by substantial
evidence and should support the three obje ctives laid out in SB 743: 1) reducing GHG
emissions, 2) encouraging infill development, and 3) promoting active transportation. The
process of setting thresholds should consider the policies and standards set in the Regional
Transportation Plan (RTH/ Sudainable Communities Strategies (SCS, and should consider
how much priority the Town wants to place on the statewide GHG reduction goals. A targeted
study could determine what | evel of VMT in Los Gatoswould be consistent with the VMT
forecasts presentedin Plan Bay Area and would representtheTownd s o6f air shared of
St ateds GHG r(ashwmsediohowymadfs Los Gatosd SB 743 | mp
Option 2 to set thresholds consistent with the General Plan future year VMT projections.
Another optio n for setting a local threshold is to consider what level of VMT reduction is
feasible to achieve in the local context. Setting a threshold based on the feasibility of
mitigation may not be fully supported by past CEQA practices; Fehr & Peers advises
consulting legal counsel and continuing to follow legal developments before adopting this
approach.

Key Take-Aways

While it is difficult for a lead agency to determine what level of V MT change is unacceptable when viewed
solely through a transportation lens, there are several possible options depending if the Town chooses to
set a threshold based on local or state policies. Options include:

1. Setthresholds based on state goals

a. Rely on the OPRTechnical Advisorysuggestion to set thresholds consistent with state
goals for air quality, GHGand energy conservation.

i. OPR 15% below baseline average of @own/ city or region (light -duty vehicles only)

(]
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b. Use a threshold adopted or recommended by another public agency consistent with lead
agency air quality, GHG reduction, and energy conservation goals

i. CARB 14.3% below basehe (2018) average of jurisdiction (all vehicles presuming that
MPOs meet SB 375 target$

i. CARB 16.8% below baseline (2018) avage of jurisdiction (light -duty vehicles only,
presuming that MPOs meet SB 375 target9

iii. CARB: 25% below baseline (2018) averagef jurisdiction (all vehicles, presuming that
MPOs do not meet SB 375 targets).

iv. Net zero VMT (pending Caltrans-recommended thre shold)

2. Setjurisdiction -specific threshold consistent with existing General Plan

a. Set jurisdiction specific VMT threshold based on substantial evidence
b. Set thresholds based on baseline VMT performanceand based on substantial evidence

VMT Mitigation Actions
The nature of transportation impact mitigation under CEQA will likely change.

Mitigating a LOS impact typically involves making changes to the physical transportation system in order

to accommodate additional vehicles and reduce delays. These mitigationsmay involve actions such as

installing traffic signals, adding turn lanes, widening roads, or contributing to the construction of

HOV/Express Lanes, among other options.The identification of necessary mitigations resulting from

project impacts has historically led to project sponsors identifying and funding these changes to the
transportation system (tributentoward fandinglagewdraffic signalor shar ed con
widening an existing roadway).

The use of VMT as a metric focuses on thetotal amount of driving, rather than the driving experience Four
possible mitigation approaches are described in the following sections:

A vmMmT cap

A VMT Based Impact Fee Program
A vmr Mitigation Bank

A vt Mitigation Exchange

A VMT Cap can be developed and administeed on a project-by-project basis, while the remaining three

options (VMT Based Impact Fee Program, VMT MitigationBank, and VMT Mitigation Exchange) are

program approaches to i mpact mitigation. The concept o
commonly used in a variety of technical subjects including transportation, air quality, GHG and habitat.

Transportation impact fee programs have been used to help mitigate cumulative vehicle level of service

(LOS) impacts. What is new is developing a fee ppgram based on VMT impacts and alternative programs

0 VMT Mitigation Bank and VMT Mitigation Exchange. Absent these new program-level mitigation



approaches, rural and suburban lead agencies will have limited feasible mitigation options for project
sites.

Use of Vehicle Level of Service for N6BEQA Analysis

TheTownhas options to continue studying a projectads

Communities place a high value on the information about traffic and transportation presented during a
proj ect 0s ess.dlistorieally, puchootthe transportation analysis assocted with new
development or proposed land use plans has occurred under the umbrella of CEQA. However, with this
new process, many of these guidelines and analyses will instead occur during devedpment review as part
of the Townd everall entittements and project review process.

The Town may decide to maintain a level of service standard in its General Plan orfTransportation Element
and may continue to administer programs to collect impact fees t hat can be used for roadway
improvements. However, these willno longer be subject to CEQA-level review and litigation. Instead, this
analysis and any related agreements would need to be performed and presented during entitlements or
development review. Any fees assessed to help ease the effects of a given project wuld be required to
conform to state requirements for impact fees and present an appropriate study that identifies nexus
between the impact and the fee assessed.

Other Core CEQA'enetsRemain Unchanged

While this document focuses on the adoption of VMT as a metric for assessing transportation impacts,

many other facets of CEQA practice remain unchanged. Transportation impact sections must still discuss

other impact categories such as hazards, efécts on pedestrians and cydists, and site circulation concerns.

In addition, the Town will continue to have the opportunity to comment on EIRs prepared for

consideration by other lead agencies if those EIRsmay affect areasintheTownd s j uri sdi cti on.

One particular consistencytonot e i s that the option to otierd CEQA an
process consists of streamlining topics studied for a project if that project was assessed under a previous

EIR. A classic example of this is the developmst of a single parcel that is consistent with a previously

analyzed Specific Plan. The project need only analyze those items which were not previously analyzed.

This practice will also apply to VMT analysis, provided the EIR from which the project tiers ado studied

VMT. In the near term, this may result in tiered projects requiring supplemental VMT analysis; however, in

the future, projects that are consistent with a cleared General Plan or Specific Plan may not be required to

undergo the full VMT analysis process.

Taking the NextSteps

The immediate next steps for the Town as a lead agency are to provide staff and applicants with guidance
pertaining to each of the questions posed above. Fehr & Peers has presented an initial assessment of the
Townd s o @ and lwas discussed eachni greater detail in the body of this document; however, the

(]
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decision on how to answer each implementation question must ultimately be made by the Town. The
Summary of Decisions, Options, and Recommendations, presented as Appendix A and in the matrix
beginning on the next page, provides an abbreviated overview of this document®& contents and
corresponding action items and decision points.

It is very important to understand that the implementation of SB 743 is just beginning across the state for
many lead agencies. Current CEQA practices have developed over several decades as a result of a large
body of case law and periodic updates to the CEQA GuidelinesBecause SB 743 implementation is brand
new, there is not yet any case law toguide our understanding or interpretation. The following represents
our current understanding of the issues and options involved, informed by our research into SB 743 and
knowledge of past CEQA practice; this understanding will evolve over time as more agencies apply SB 743
concepts to their own CEQA procedures. It is recommended that legal counsel be consulted as part of this
SB 743 implementation process.



Summary ofSB743 Decisions, Options, and Recommendations

Lead Agency Decisions

What form of VMT
metrics could be used?

What methods are
available to use in
estimating and

forecasting VMT?

Common Options

Total Project Generated VMT

Total Project Generated VMT per Service
Population?

Household generated VMT per Resident
(requires an activity/tour -based travel
forecasting model)

Home-Based VMT per Resident (a partial
VMT estimate)

Home-Based Work VMT per Employee (a
partial VMT estimate)

Projectds Effect on
VMT for a specific area

Caltrans Statewide TravelDemand Model

Metropolitan Transportation Commission
(MTC) Regional Travel Forecasting Model

VTA-C/CAGBI-County Travel Forecasting
Model

Local Town of Los Gatos Travel
Forecasting Model (not currently
available)

Non-model OAcMetumdd ng
as skech planning tool or spreadsheet*

Common Limitations
Metrics other than total project generated VMT
and total project generated VMT per service
population typically only represent partial VMT
(i.e., some vehicle types and trip purposes are
excluded in the models used to estimate VMT).
The use of partial VMT may be beneficial for
baseline screening of smaller projects, but for
larger and more complex projects total VMT
may be needed for a complete VMT impact
analysis.Project-generated VMT metrics
cannot capture how a project changes
behavior of non-project residents or
employees.

Statewide and regional models have limited
sensitivity and accuracy for local scale
applications off the shelf.

Regional and local models often truncate trips
at model boundaries.

Sketch and spreadsheet tools do not capture
the O6project effect o

n

Considerations
Total VMT metrics include all types of VMT (i.e.,
visitor trips, medium-duty and heavy-duty
vehicles, public transit buses, and other types
of vehicle miles that might not be captured in
the most common partial VMT metrics)
captured by a travel forecasting model,
regardless ofthet ype of wvehi cl
purpose. Partial VMT refers to the use of only
particular trip purposes and/or vehicle types
for assessing aTheroj ec
expectations of a CEQA impact analysis to
strive to provide a complete picture of the
effects of a project on the environment are
highlighted within the CEQA GuidelinesFor
lead agencies, VMT metrics and method should
consider current practice for air quality,
greenhouse gases(GHG) and energy
consumption impact analysis. In general, VMT
is used as an input for these other analyses and
current practice is to produce VMT estimates
and forecasts that comply with CEQA
Guidelinesexpectations.

Selection of an appropriate travel forecasting
approach is an important step because the tool
used to develop VMT thresholds must also be
used to evaluate a pro
cumulative VMT impacts. Regional or local
models should be calibrated and validated for
local project-scale sensitivity/accuracy
(including appending trip length data for trips
with external trip ends) before using these
model s to analyze both
VMT® andebpecfeon VMTD

€

Town of Los Gatos Initial Recommendations

Option 1: Rely on the OPR Technical Advisory Thresholds
Include the following so that all forms of VMT needed for project
screening and complete VMT analysis are available:

1  Total Project Generated VMT
Total Project Generated VMT perService Population
Home-Based VMT perResident
Home-Based Work VMT per Employee
Boundary VMT for an appropriate area affected by the
Project (needed for air quality, GHG, and energy analysis)

=a =4 -8 -9

Option 2: Set Thresholds Consistent with the General Plan
Future Year VMT Projections
Include the following so that forms of VMT needed for a
complete VMT analysis are available

1 Total Project Generated VMT

1 Total Projed Generated VMT per Service Population

1 Boundary VMT for an appropriate area affected by the

Project (needed for air quality, GHG, and energy analysis)

Option 1: Rely on the OPR Technical Advisory Thresholds

Use the Santa Clara Countywide VMT Evaluation Tool for baseline
VMT screening, And nost likely the VTA-C/CAG BiCounty Travel
Forecasting Model, Local Town of Los Gatos Travel Forecsting
Model (not currently available), or Non-model O0Accoun
Met hodsd such as sketch planni

Option 2: Set Thresholds Consistent with th e General Plan

Future Year VMT Projections

Most likely the VTA-C/CAG BiCounty Travel Forecating Model,
Local Town of Los Gatos Travel Forecasting Model (not currently
available), orNonnmodel OAccounting Meth
planning tool or spreadsheet.

3 Service population includes population plus employment and may include students or visitors; it is intended to include all in dependent variables used in estimating trips.
4 Sketch planning tool or spreadsheet method has limitations if using a townwide/ citywide or regional average for a threshold.




Summary ofSB743 Decisions, Options, and Recommendations

Lead Agency Decisions
Is use of VMT impact
screening desired? s

What is the VMT impact
significance threshold for
land use projects under
baseline conditions?

Common Options
Projects that reduce VMT or are located within
transit priority areas (TPAs) should be
presumed to have a less than significant
impact on VMT. Additional screening options
identified in the OPR Technical Advsory for:

1. Map based screening for residential and
office projects

2. LocalServing Retail Projecs

3. Transportation projects that do not add
vehicle capacity

4. Projects that would not result in a net
increase of VMT

5. Affordable housing projects

6. Smallprojects

1. Lead agency discretion consistent with
gener al pl an and
s ¢ a |l e fedudtith$ not accounted for
in general plan EIR and supported by
substantial evidence.

2. OPR 15% below baseline average a
town/ city or region (light-duty vehicles
only)®

3. CARB 14.3% below baseline (2018)
average of jurisdiction (all vehicles)

exp!

Common Limitations

Screening does not provide information about
the actual VMT changes associated with the

project.

Difficult for lead agencies to determine what
level of VMT change is unacceptable when
viewed solely through a transportation lens.
Uncertainty of VMT trends contributes to
difficulty in setting thresholds. Connecting a
VMT reduction expectation to baseline helps to
reduce uncertainty associated with future
conditions.

Considerations
Screening most appropriate if consistent with

applicable general plan and supported by
substantial evidence.

Since VMT is already used in air quality, GHG,
and energy impact analysis, lead agencies
should review thresholds for those sections to
help inform new thresholds exclusively for
transportation purposes.

Lead agencies should carefully consider how
they value state goals for VMT/GHG reduction
in light of other general pl an and community
objectives. Translating state goals into VMT
thresholds should consider substantial

evidence such asCalifornia Air Resources Board

2017 Scoping Plan- Identified VMT Reductions
and Relationships to State Climate Goals
January 2019, CARB.

Town of Los Gatos Initial Recommendations
Option 1: Rely on the OPR Technical Advis ory Thresholds
Rely on screening if consistent with applicable general plan and
supported by substantial evidence demonstrating cumulative
VMT is declining. For project-by-project VMT analysis with VMT
screening, most projects will likely not screen out, which will
require a more complete VMT analysis.

Apply screening for the following project types:
1 Small Developments
Projects in Low-VMT Areas
Projects in Proximity to Major Transit Stops
Affordable Housing
Local Serving Retail Projects less tharil0,000 square feet
Transportation Projects that do not add vehicle capacity

= =4 =4 —a —a

The Santa Clara Countywide VMT Estimabn Tool will be applied
for screening as follows:

1 Low VMT generation map-based screening of residential,
office, and industrial land uses, those land uses in
combination with each other, and those land uses with or
without local serving retail space.

1  Atransit priority areas (TPAs)/major transit stops and
high-quality transit corridor (HQTC) screen.

Option 2: Set Thresholds Consistent with th e General Plan
Future Year VMT Projections

Screening not used for this approach. Rather than analyzing VMT
for each proposed land use project individually, projects
consistent with the General Plan could be exempt from further
VMT impact analysissince VMT impacts would have been
analyzedin the General Plan EIR

Option 1: Rely on the OPR Technical Advis ory Thresholds
Specific VMT thresholds for residential, office (work-related), and
retail land uses from the OPR Technical Advisoy are summarized
below.

1 Residential projects: A proposed project exceeding a level
of 15 percent below existing (baseline) VMT per capita
may indicate a significant transportation impact. Existing
VMT per capita may be measured as regional VMT per
capita, a townwide VMT per capita, or as geographic 2b-
area VMT per capita.

1 Office projects: A proposed project exceeding a level of 15
percent below existing (baseline) regional VMT per
employee may indicate a significant transportation impact.

5 CEQA Guidelines Section 15064.3 states that projects that would reduce VMT or are locatedn a TPA stould be presumed to have a less than significant impact on VMT. The OPRTechnical Advisorycontains other potential screening options.

6 The OPR andCARB thresholds do not consider the long-term influence of TNCs, internet shopping, new mobility options, or autonomous vehicles.
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Summary ofSB743 Decisions, Options, and Recommendations

Lead Agency Decisions Common Options Common Limitations Considerations Town of Los Gatos Initial Recommendations
4. CARB 16.8% bebw baseline (2018) Absent development of a specific VMT 1 Retail projects: A net increase in total (boundary) VMT
average of jurisdiction (light-duty vehicles threshold, lead agencies may rely on those of may indicate a significant transportation impact.
only) other state agencies. TheCARB threshdds are 1 Mixed-use projects: Lead agencies ca evaluate each
5. Pending Caltrans recommended supporFed by.substantial evidence related to component. ofla} mixed -use project independgntly and
threshold (net zero VMTY state. air quality and GHG goals, but do ngt gpply the S|gn|f|carlce threshold for each propct type
consider recent VMT trends or the potential included (e.g., residential and retail). Alternatively, a lead
influence of emerging mobility options such as agency may consider only th
autonomous vehicles (AVs). the analysis of each use, a project should take credit for

internal capture.

1 Other non-residential project types: OPR recommends
using the quantified thresholds above, thus a proposed
project exceeding a level of 15 percent below existing
regional VMT per employee for the proposed non-
residential project type or resulting in a net increase in
total VMT may be considered significant. Lead agencies,
using more location-specific information, may develop
their own more specific thresholds, which may include
other land use types.

1 Redevelopment projects: Where a project replaces existing
VMT-generating land uses, the OPRTechnical Advisory
recommends that if the replacement leads to a net overall
decrease in VMT, the project would lead to a lessthan-
significant transportation i mpact. If the project leads to a
net overall increase in VMT, then the thresholds described
above should apply.

Option 2: Set Thresholds Consistent with the General Plan
Future Year VMT Projections
Set baseline VMT threshold based on longterm General Han
expectations for air quality and GHG emissions. The analysis to
determine these thresholds would be completed if the Town
Council selects this option. Example baseline thresholds are as
follows.

1 Land Use Projects

1 Project Impact: A significant impact would occur if the
VMT rate for the project would exceed a level of X%
below the applicable baseline VMT rate.

1 Project Effect: A significant impact would occur if the
project increases total (boundary) regional VMT
compared to baseline conditions.

1 Land UsePlans:

1  Project Impact: A significant impact would occur if the
VMT rate for the plan area would exceed a levd of X%
below the applicable baseline VMT rate.

“Caltrans has rel eased Dbtermihing CEQAtSemificamce BUAHG Emissiens forrProjects on the State Highway Sysiemt recarhmends that any increase in GHG emissions would constitute a significantimpact. This has been referred to as the
ONet Zero VMT threshol do. Caltrans has thus far signaled that this threshold would be applied only to transportation projects

=
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Summary ofSB743 Decisions, Options, and Recommendations

Lead Agency Decisions
What is the VMT impact
significance threshold for
land use projects under
cumulative conditions?

What is the VMT impact
significant threshold for
transportation projects
under baseline
conditions?

Common Options

1. Use aregional model to analyze the
effect on

6projectds
RTP/SCS consistencjprojects should not
increase the total regional VMT (either
project generated or boundary VMT)
forecast used to support the RTP/SCS air
quality conformity and SB 375 GHG
targets].

2. Alead agency can use the project

analysis above if based on an efficiency
metric form of VMT and evidence exists
to demonstrate that cumulative trends in
VMT rates are declining.

3. Establish a VMT reduction threshold for

cumulative conditio ns consistent with
long-term air pollution and GHG
reduction expectations.

Lead agencies have discretion to choose their
own metrics and thresholds for transportation
project impact analysis. If VMT is selected, OPR
recommends treating project s that reduce, or
have no impact on, VMT to be presumed to
have a less than significant impact.

Common Limitations

Uncertainty of VMT trends makes a cumulative
impact finding less certain.

Ability for a lead agency to identify the
projectads
corresponding VMT. Land use projects change
land supply and the allocation of future
population and employment growth. As such
cumulative analysis should maintain the same
control totals of regional population and
employment growth.

Requires knowledge of the forecasting tools
available t o test the
supply and VMT.

Continued use of LOS is uncertain because of
CEQA GuidelinesSection 15064.3(b)(2) and
15064.7(d)(2).

Transit, especially ondemand transit service,
can generate new VMT, which should be
considered as part of impact conclusions.

effect on | a

proje

Considerations
Analyze the projectds
VMT using an appropriate valid model. For
impact findings, consider all available
substantial evidence including 2018 Progress
Report Californiad s  $habse tCammunities
and Climate Protection Act November 2018,
CARB and current research on the longterm
effects of transportation network companies
(TNCs), new mobility options, and autonomous
vehicles (AVs). Specific research examples
include Felr & Peers AV effect model testing.

Consult CEQA legal advice about whether lead
agency discretion allows continued use of LOS
and whether VMT is required. VMT is required
as an input to air quality, GHG, and energy
impact analysis and should include induced
vehicle travel effects.

Town of Los Gatos Initial Recommendations

Option 1: Rely on the OPR Technical Advisory Thresholds
OPR does not present cumulative thresholds. Analyze the
projectds effect on | and suppl
valid travel model. For impact findings, consider all available
substantial evidence including California Air Resources Board
2017 Scoping Plan Identified VMT Reductions and Relationships to
State Climate Goals January 2019, and current research on the
long-term effects of transportation network com panies (TNCs),
new mobility options, and autonomous vehicles (AVs). The
following are suggested cumulative thresholds.

1 Land Use Projects:

1 Project Effect: A significant impact would occur if the
project increases total regional VMT compared to
cumulative no project conditions.

f Land Use Plans:

1  Project Effect: A significant impact would occur if
growth in the plan area increases total VMT in the
study area compared to cumulative no project
conditions.

1  Transportation Projects: A significant impact would occur if
the project causesa net increase in total regional VMT
compared to cumulative no project conditions.

All land use and transportation projects: A significant impact
would occur if the project is inconsistent with the Regional
Transportation Plan/Sustainable Canmunity Strategy Plan (Plan
Bay Area).

Option 2: Set Thresholds Consistent with the General Plan
Future Year VMT Projections
Use the same cumulative thresholds as Option 1.

Option 1: Rely on the OPR Technical Advisory Thresholds

1 Baseline Transportation Threshold: A significant impact
would occur if a project causes a net increase in total
regional VMT compared to baseline conditions or opening
year no project conditions.

1 Cumulative Transportation Threshold: A significant impact
would occur if the project causes a net increase in total
regional VMT compared to cumulative no project
conditions.

Option 2: Set Threshold s Consistent with the General Plan
Future Year VMT Projections
Usethe same cumulative thresholds as Option 1.




Summary ofSB743 Decisions, Options, and Recommendations

Lead Agency Decisions
What VMT reduction
mitigation strategies are
feasible?

Common Options
Menu of built environment and transportation
demand management (TDM) mitigation
strategies contained in Quantifying
Greenhouse Gas Mitigation Strategies,
CAPCOA, 2010.

Common Limitations
Built environment strategies require modifying
the project, which may create inconsistencies
with the project description and financial
feasibility. TDM strategies are often building
tenant dependent so their use requires on-
going monitoring and adjusting to account for
changes in build tenants and their travel
behavior.
Ad-hoc project-by-project mitigation is less
effective for reducing VMT than larger scale
program-based approaches such as an impact
fee program.

Considerations
Develop a VMT mitigation prog ram using any
of the following approaches.

1. Impact fee program based on a VMT
reduction nexus.

2. In-lieu fee program for VMT reducing actions.

3. VMT mitigation bank or exchange program.

4. TDM ordinance applying to all employers.

Town of Los Gatos Initial Recommendations
Option 1: Rely on the OPR Technical Advisory Thresholds

Lead agencies have the discretion to selectmitigation measures
and alternatives to reduce VMT. Ad-hoc project-by-project
mitigation is less effective for reducing VMT than larger scale
program-based approaches such as an impact fegprogram.

Option 2: Set Thresholds Consistent with the General Plan

Future Year VMT Projections

Lead agencies have the discretion to select mitgation measures
and alternatives to reduce VMT. Ad-hoc project-by-project
mitigation is less effective for reducing VMT than larger scale
program-based approaches such as an impact fee program.
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Chapter lintroduction

SB 743 implementation will provide guidance on and set policies regarding the evaluation of
transportation impacts under the California Environm ental Quality Act (CEQA) SB 743 removes the use of
automobile delay or traffic congestion for determining trans portation impacts in environmental review.
Instead, the latest CEQA Guidelineshow specify that Vehicle Miles Traveled, or VMT, is the appropriate
metric to evaluate transportation impacts. To comply with these new rules, the Town will need to define
policies and practicesregarding the evaluation of transportation impacts under the California
Environmental Quality Act, including guidance on how VMT should be calculated and presented in
environmental documents. In short, SB 743 chages the focus of transportation impact analysis in CEQA
from measuring impacts to drivers, to measuring the impact of driving. For additional information,
Appendix C and D provide a list of frequently asked questions (FAQ) on evaluating transportation
impacts in CEQA and a summary sheet on SB 743 and the transition from LOS to VMT, respectively.

Approach

Under CEQA, agencies must decide what constitutes a significant emironmental impact. The CEQA

Guidelinesencourage the use of thresholds of significance; they can be quantitative or qualitative

performance standards by which the agency can measure the amount of impact the project causes and

thereby determine iftheproject 6 s i mpacts ar e s i QEQAGuideliaesséctionl n f act , t
15064.3(b)(4)(cited below) establishes that the lead agency has discretion to choose the most appropriate

VMT methods for transportation impact analysis.

Methodology. A lead agency ha discretion to choose the most appropriate methodology to evaluate

a pr oj e c mi@gstraveledhimclading whether to express the change in absolute terms, per

capita, per household or in any other measure. A lead agency may use models to estimate a

projectds vehicle miles traveled andljmgmentr evi se tho
based on substantial evidence. Any assumptions used to estimate vehicle miles traveled and any

revisions to model outputs should be documented and explainechithe environmental document

prepared for the project. The standard of adequacy in Sdoh 15151 shall apply to the analysis

described in this section.

SVMT refers to 0Ve kimetiicé¢hat Bcdurgssior the namber lofevehjclé trips generated plus the
length or distance of those trips. VMT is an accessibility performance metric that evaluates the changes in land use
patterns, regional transportation systems, and other built environment characteristics, which is different from what
the mobility performance metric vehicle level of service measuresd vehicle mobility. The document will use the
terms Project generated VMT andPr oj ect 0 s e f f daundanoUMT MeITs far specifiggeographic
areas Project generated VMT isthesumdo t he OVMT fromdé and O0VMTt &€.006Rr ajnedc twd & ha fn
on VMT uses geographic boundary VMT to evaluate the change in VMT on all roadways without and with the
project within a specific geographic area.



The expectations for environmental impact analysis highlighted within the CEQA Guidelinesare
listed below.

A A 15003 (f) = fullest possible protection of the en

A § 15003 (i) = adequecy, completeness, andgoodf ai t h ef fort at full disclosu

A § 15125 (c) = EIR must demonstrate that the significant environmental impacts of the proposed
projectwereadequately investigatedé@

A § 15144 = an agency must use its best efforts to findoutandd i scl os e é

A § 15151 = sufficient analysis to allow a decision which intelligently takes account of environmental

consequencesé

With the CEQA Guidelineexpectations for an environmental impact analysis in mind, this document
discussesseveralquestions, grouped by the specific decisions about VMT metrics, VMT calculation
methods, VMT significance thresholds, and VMT mitigation actions .° Options and limitations for each
guestion are presented from a technical transportation planning and engine ering perspective with a
particular emphasis on addressing the CEQA Guidelinesexpectations for an environmental

impact analysis.

For simplicity, a Decisions, Options, Considerations, andRecommendations matrix accompanies this
document as Appendix A and summarizes the questions mentioned above. Town staff will use the
document and other supporting materials to develop its VMT significance thresholds.

Because VMT is also used as an inputdr air quality, GHG and energy consumption impact analyses in
CEQA the document will also discuss how VMT significarce thresholds affect other aspects of the CEQA
process.

For each of the questions, there are three separate categories of projects that ae subject to CEQA review
and for which VMT evaluation will be needed. The Town will need to address how each of these three
project categories will be evaluated, and consider all three project types when responding to policy
guestions:

A Land use Projects: typically development projects on a single parcel or multiple adjacent parcels;
A Land Use Plans: such as the current General Planupdate and future Specific Plans;

A Transportation Projects : infrastructure changes such as building or removing roads, bicycle
facilities, and transit facilities.

The implementation of SB 743 is just beginning for many lead agencies. Current CEQA practices have
developed over several decades, incorporating a large body of case law and periodic updates to the CEQA
Guidelines Becaug SB 743implementation is brand new, there is not yet any case law to guide our

9 Typical CEQA practice focuses orenvironmental effects that occur on a typical weekday, so all references to VMT in
this document are intended to mean VMT that occurs on a typical weekday.
e
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understanding or interpretation. The document represents our current understanding of the options,
limitations, and considerations, informed by our research into SB 743 and krowledge of past CEQA
practice; this understanding will evolve over time as more agencies apply SB 743 concepts to their own
CEQA procedures.

Outline

This document includes a background discussion about SB 743 and then transitions to the five sections:
Badkground, VMT Metrics, VMT Calculation Methods, VMT Significance Thresholds, and VMT Mitigation
Actions. The document is outlined below.

A Chapter 2: Background . A background discussion of transportation analysis before and after SB
743 implementation to prov ide context for the decisions in the following sections. This section will
also include a summary of relevant local land use and transportation polices planning documents,
includingt he Townds 2020 Gener al Pl an, Bi dmpectRolice nd Pede:
and Complete Streets Policy.

A Chapter 3: VMT Metrics . As a lead agency, theTown of Los Gatoshas the discretion to choose
the most appropriate methods to evaluate a projectd
method are expressed. Geneally, VMT is expressed in several ways: total project generated VMT,
project generated rates [Total project generated VMT per service population or partial project
generated VMT per resident (or per employee)], in total (all VMT associated with a project or
planyor as the net oOeffectd a project wildl have on VM
section will describe the benefits and shortcomings of each metric.

B What form of VMT metrics could be used?®

A Chapter 4. VMT Calculation Methods . VMT forecasts are generated using various forms of
models that range from simple spreadsheets (off-model) based on historic traffic growth trends
to complex computer models that account for numerous factors that influence travel demand. In
some cases, VMT carbe estimated using sketch models or spreadsheet tools. VMT can also be
estimated directly by multiplying the number of trips by an average trip length. Given the
availability of two travel forecasting modes, the document will provide the Town with a review of
Metropolitan Transportation Commission (MTC) and the Santa Clara County Valley Transportation
Authority (VTA) travel forecasting models for VMT calculations in the Town of Los Gatos including
analytical strengths and weaknesses of each option.

B What methods are available to use in estimating and forecasting VMT?

A Chapter 5: VMT Impact Significance Thresholds . The Town has discretion to choose its
threshold of significance for identifying a VMT impact. The intent of a VMT threshold is to identify
whether a project has substantial environmental impacts due to traffic (such as noise, air,
pollution, and safety concerns), and whether a project balances the needs of congestion

10 Each VMT metric will be defined in the document.
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management with statewide goals such as the promotion of infill development. This chapter will
also discuss the opportunity for Oscr eeBhoud 6
the Town choose not to use screening or need to conduct a complete VMT analysis baseline and
cumulative VMT thresholds will be needed; therefore, this chapter will describe possible
thresholds and summarize the supporting evidence for each.

B Is the use of VMT impact screening desired?

B What is the VMT impact significance threshold for land use projects under baseline
conditions?

B What is the VMT impact significance threshold for land use projects under cumulative
conditions?

B Whatis the VMT impact significant threshold for transportation projects under baseline
conditions?

Chapter 6: VMT Mitigation Actions . The Town will also need to determine if pr ojects will be able
to mitigate significant VMT impacts, and whether those measures can reduce the severity of a
potential VMT impact. This chapter will include a review of how other jurisdictions have
incorporated transportation demand management into the ir VMT mitigation measures for VMT
impacts, and a discussion of the potential risks and uncertainties related to VMT mitigation
measures. Thisdocument will also discuss program-based VMT mitigation approaches which may
be more effective than project -site only strategies and provide a way for development
contributions to be pooled to pay for VMT reduction strategies that would not be feasible for
individual projects to implement.

B What VMT reduction mitigation strategies are feasible?

Chapter 7: Additional Impleme ntation Considerations . This final chapter discusses a fewlown-
specific implementation considerations.

Appendices . The appendicesinclude background data and additional information associated with
the information presented in this docume nt.

o1

Appendix A: Summary Matrix of Decisions, Options, and Recommendations

Appendix B: Comparison of Available Travel Forecasting Models

Appendix C: Frequently Asked Questions (FAQ): Evaluating Transportation Impacts in CEQA
Appendix D: Summary Sheet: SB’43 and the Transtion from LOS to VMT

Appendix E: Summary of Legal Framework of SB 743 and Technical Background Information
Appendix F: Additional VMT Thresholds Background and Options Discussion

Appendix G: List of Transportation Projects Exempt from Enironmental Analysis (CEQA)
Appendix H: Small Project Screening for SB 743

Appendix I: VMT Characteristics of the Town of Los Gatos
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Appendix J: VMT Mitigation Through Banks and Exchanges: Understanding New Mitigation

Approaches
-
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B Appendix K: Comparison of CARCOA Strategies Vesus New Research Since 2010



Chapter 2Background

Use of CEQARrior to SB 743

CEQA was enacted in 1970 with the goal of providing a mechanism for disclosing to the public the
environmental impacts of proposed actions. Before taking a discretionary action, lead agencies (such as
the Town of Los Gatog must determine if that action is subject to CEQA and conduct a review of the
effects of that action on the physical environment. The State Office of Planning and Research (OPR)
prepares and maintains guidelines to help agencies implement CEQA.

Under CEQA, lead agencies must determine whether a proposed project has the potential to cause

significant environmental impacts. This determination must be based, to the extent possible, on factual

data and scientifitcmet hods of analysis. The projectodos effect on t
be analyzed. For many years, theTown of Los Gatoshas used vehicle Level of Service (LOS) as the primary

measuret o evaluate a pr oj e ctladmrtadohimpacts. and deter mi ne

LOS is a qualitative description of vehicular traffic flow based on factors such as speed, travel time, delay,

and freedom to maneuver. Six levels are defined from LOS A, which reflects fredlow conditions where

there is very little interaction between vehicles, to LOS F, where vehicle demand exceeds capacity and high

|l evels of vehicle del avygapace $ ylot ople@atEomepr &Vhemt ¢ radf i c
capacity at an intersection, vehicles may wait through multiple signal cycles before traveling through the

intersection; these operations are designated as LOS F. The calculation of vehicle LOS is done thugh the

application of specialized software and is based on traffic counts, observations of vehicle interactions, and

data about traffic signal operations (at those intersections that are signalized).

Mitigating a LOS impact typically involves making changes to the physical transportation system in order

to accommodate additional vehicles and reduce delays. These mitications may involve actions such as

installing traffic signals, adding turn lanes, widening roads, or contributing to the construction of

HOV/Express Lanes, among other options.The identification of necessary mitigations resulting from

project impacts has historically led to project sponsors identifying and funding these changes to the
tansportation system (i .e., owaydi fundjng a new fraffic signakoh ar e é cont r i
widening an existing roadway).

Overview ofSB743and Legal Framework

On September 27, 2013, Governor Jerry Brown signed SB 743 into law and started a pros intended to

fundamentally change transportation impact analysis as part of CEQA compliance.Specifically, the

| egislation directed t he ka differterd matrits foCidentifyingtranspodaiionr OPR t o |
impacts and make corresponding revisions to the CEQA GuidelinesThe initial bill includes two legislative

intent statements (emphasis and bullets added):

(]
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A New methodologies under the California Environmental Quality Act are needed for evaluating
transportation impacts that are betterable t o promote the st@HGds goal s o
emissions and traffic-related air pollution, promoting the development of a multimodal
transportation system, and providing clean, efficient access todestinations.

A More appropriately balance the needs of congestion management with statewide goals related to
infill development , promotion of public health through active transportation , and reduction of
GHG emissions.

These staements are important because they provide direction to OPR and to lead agencies. For OPR, the
direction is largely about what new metrics should achieve. For lead agencies, the direction is about
expected changes in transportation analysis (and elated technical areas)and what factors to consider for
significance thresholds.

To implement this intent, SB 743 contains amendments to current congestion management law that allow
towns, cities, and counties to opt -out of the LOS standards that would oth erwise apply. SB 743 does not
prevent a lead agency from continuing to analyze delay or LOS as part of other plans (e.g., the general
plan), fee programs, or on-going network monitoring . However, these metrics will no longer constitute
the basis for CEQA inpacts. Lead agencies can still use vehicle LOS outside of the CEQA process if they
determine it is an important part of their transportation analysis process. The most common applications
will likely occur for jurisdictions wanting to use vehicle LOS to plan roadways in their General Plan or
determine nexus relationships for their impact fee programs. Jurisdictions can also continue to condition
projects to build transportation improvements through the entittement process in a variety of ways.

Following several years of draft proposals and related public comments, OPR settled upon VMT as the
preferred metric for assessing passenger vehiclerelated impacts and issued revisedCEQA Guidelinesn
December 2018, along with a Technical Advisory: On Evaluating Trasportation Impacts in CEQA
(December 2018) to assist practitioners in implementing the CEQA Guidelinegevisions. Under the revised
CEQA Guidelinesvehicle level of service (LOS) is no longer to be used as a determinant of significant
environmental impacts,andan al ysi s of a wilnoy e basdil sn assespnaent bf$/MT. Lead
agencies have until July 2020 to implement the new VMT methods, after which all transportation analysis
performed under CEQA must be consistent with the revised CEQA Guidelines

The OPRTechnical Advisoryguidance is not a recipe for SB 743 implementation. Lead agencies must still

make their own specific decisions about metrics, methods, thresholds, and mitigation. Further, the OPR

guidance is primarily tied to statewide goals for GHG reduction, and does not attempt to balance or

resolve potential conflicts between state and lead agency goals, such as those expressed inocal agency

general plans and/or climate action plans. The OPRTechnical Advisorypresents a 15% statewide average
reduction from baseline conditi ons, VMVlthreshbld baasedondi f f er f
long-term expectations for air quality and GHG expectations stated in its General Plan, Climate Action

Plan and/or other long -range plans.



The CEQA Gidelines and the associated OPRTechnical Advisoryare largely consistent with the legislative
direction noted abov e. Specifically, the useof VMT as a metric focuses on thetotal amount of driving,
rather than the driving experience This new view present an impact filter intended to promote the
reduction of GHGemissions, the development of multimodal transportation networks, and a diversity of
land uses. VMT can help identify how projects (land development and infrastructure) influence
accessibility (ie., access to places and people)noise,and emissions, thus, its selection as a metricis
aligned with the objectives of SB 743.

While final implementation steps for SB 743 have not yet been completed by most lead agencies, enough
information is available to inform lead agencies about how to prepare for the upco ming transition to
VMT. Based on the background context outlined above (see Appendix E for more information) , the
remainder of this document provides information about key decisionsthe Town will need to make
regarding VMT metrics, calculation methods, impact thresholds, and impact mitigation.

State of SB/43Implementation

The California lead agencies that have adopted VMT thresholds as of approximately January 2020nclude:

City/County of San Francisco
City of Oakland

City of EIk Grove

City of Los Angeles

City of San Jose

City of Woodland

CSU System: All 23 Campuses

To o To Do Po Do Do Do

San Bernardino County

Most early adopters were larger jurisdictions such as the City/County of San Francisco, City of Oakland,
City of Los Angeles,and City of San Jose. These jurisdictins implemented screening thresholds by partial
VMT or total VMT. Of these jurisdictions, only the City/County of San Francisco chose not to maintain LOS
as an analysis requirement Some of the more suburban communities have chosen to set thresholds based
on total VMT. As will be discussed in the following chapters there are many possible VMT thresholds, but
two prevailing threshold options are most prevalent: 1) a project-by-project baseline conditions VMT
screening by land use (similar to or identical to the OPR Technical Advisory), or 2) set a jurisdiction specific
VMT threshold based on long-term expectations for air quality and GHG expectations (as discussed later,
a jurisdiction may choose to complete VMT impact analysis as part of its General Plan Ellend make
specific use of CEQA GuidelinesSection 15183 to streamline project specific CEQA analysis).
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Local Framework and Summary of Existing Policies

TheT o w rGéreral Planincludes underlying expectations of how population and employment will

change between the base year and future year scenarios. Becaus&MT is a composite metric that is an
output of combining long-term population and employment growth projections with long -term
transportation networ k infrastructure d the Town of Los Gatoseffectively already has a VMT growth
budget (i.e., how much VMT growth is anticipated, where that growth will occur and in what forms) that
has already been planned for and determined to be acceptable in the Los Gabs 2020 General PlanThe
Town is currently updating their General Plan, which may change current goalspolicies, and programs to
address emerging trends, recent changes in State law and consider new issues in Los Gato3he Town of
Los Gatos Bicycle and &lestrian Master Plan(2017) describes the planned bicycle and pedestrian
networks. The Los Gatos Sustainability Plar{2012) quantifies the communitywide GHG emissions between
2008 and 2020 and sets a communitywide GHG emissions target with specific measues to further reduce
GHG emissions The Town of Los Gatos Traffic Impact Policestablishes the framework to ensure that trips
generated by new developments do not create undesirable effects and guarantee that each new
development pays for its fair share of the transportation improvements need ed to accommodate the
cumulative traffic impacts. The Town of Los Gatos Complete Street3olicy defines complete streets
principles within the context of Los Gatos, provides the implementation framework on applying the policy,
and identifies the process for exemptions.

This section will alsoinclude a discussion of the specification of the Santa Clara Countywide VMT

Estimation Tool that will screen and estimate project generated VMT and VMT reductions for land use

projects in Santa Clara Countythe Townd s st andar d ¢ on dandthe & PAsTrarsportaigmpr ov a |l
Impact Analysis Guidelineq2014).

General Plan

The Land Use and Conmunity Design Element, Vasona Light RailElement, and Transportation Element of
the Los Gatos 2020 General Plan(2010) states the community land use and transportation goals, policies,
and actions for land use growth and multimodal travel. The Transportation Element and Vasona Light Rail
Elementgoals are listed below for reference:

A Goal TRAL: To develop transportation systems that meet current and future needs of residents
and businesses.

Goal TRAZ2: To create and maintain a safe, efficient, and well-designed roadway network.
Goal TRA3: To prevent and mitigate traffic impacts from new develop ment.

Goal TRA4: To ensure that future changes to Highway 17 do not negatively impact the quality of
life or small-town character of Los Gatos.

Goal TRA5: To ensure that Los Gatosds streets are safe
pedestrians.

o o To T I

Goal TRAG: To improve traffic flow in the downtown and reduce the effect of downtown traffic on
nearby commercial and resdential areas.
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Goal TRA7: To ensure that hillside streets maintain the rural atmosphere, minimize disruption of
ecological integrity, and provide safe and continuous access consistent with development allowed
by the Hillside Specific Plan and Hillside Derelopment Standards and Guidelines.

Goal TRAS8: To improve mass transit within Los Gatos.

Goal TRA9: To reduce reliance on the automobile by promoting alternative modes of
transportation in the transportation system.

Goal TRA10: To encourage increased levels of bicycling and walking.

Goal TRA11: To provide a safe and efficient system of bicycle and multiple use trails throughout
the Town, creating a non-motorized connection to recreational and commuting destinations.

Goal TRA12: To ensure awell-designed and well-maintained system of trails that connects the
Town and open space areas.

Goal TRA13: To provide adequate parking for existing and proposed uses, and to minimize
impacts on surrounding residential neighborhoods.

Goal TRA14: To ensuke that there is adequate parking in Downtown to meet the needs of Los
Gatos residents and visitors.

Goal VLR1: To promote the construction of Vasona Light Rail

o e Po  Po  Po Do Po Do Do

Goal VLR2: To encourage affordable housing (senior housing, multi-family housing, mixed-use
with housing) in appropriate |l ocations within the
housing needs and take advantage of the opportunities afforded by mass transit.

Goal VLR3: To encourage mixed-use developments that coordinate housing in proximi ty to
either neighborhood commercial uses or employment centers.

Goal VLR4: To provide opportunities for a variety of nonresidential land u ses within the Vasona
Light Rail area.

Goal VLR5: To provide opportunities for the Vasona Light Rail area to address the recreational
and open space needs of the Town.

Goal VLR6: To work with property owners and prospective developers to facilitate order ly
development.

Goal VLR7: To ensure that the design review process produces a high quality mixture of
residential and non-residential uses within the Vasona Light Rail area.

Goal VLRS8: To limit the adverse impacts of development within the Vasona Light Rail area.

o o Po Po P o I

Goal VLR9: To reduce traffic impacts of residential development within the Vasona Light Rail area
by taking advantage of mass transit opportunities.

The General Planpolicies and actions provide additional detail regarding the underlying expectations of
how population and employment will be supported and how the community will travel. Additionally, the
General Plan establishes peak hour LOS B as an acceptable level of traffic operation at intersections in

11 policy TRA3.5: If project traffic will cause any intersection to drop more than one level if the intersection is at LOS
A, B, or C, or to drop at all if the intersection is at LOS D or below, the project shall mitigate the traffic so that the
level of service will remain at an acceptable level
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Los Gatos; however, the General Plan des not include VMT metrics. The influence ofthe goals and
policies can be strengthened by adding VMT metrics and thresholds to CEQA analysis for land use and
transportation projects. The key challenge is determining the appropriate threshold for determini ng
significant impacts that require mitigati on. To that end, the Town will need to determine specific VMT
metrics and thresholds to be used for the General Plan as well as subsequent land use projects.
Addressing VMT impacts in the General Plan Environmenal Impact Review (EIR) provides some potentl
benefits for streamlining land use project CEQA review. The Town can also decide whether to use VMT for
transportation projects.

Sustainability Plan

Over the past ten years, the state of California has adoped state legislation to address climate change
and streamline CEQA evaluation of transportation (including AB 32, SB 375, SB 743, and AB 1358).
Specifically,with the passage of Assembly Bill (AB) 32, the Global Warming Solutions Act of 2006, the
State of California committed itself to reducing GHGemissions to 1990 levels by 2020.SB 375 provides
guidance on how curbing emissions from cars and light trucks can help the state comply with AB 32. In
response to this state legislation and its community values to reduce GHGemissions,the Los Gatos
Sustainability Plan (2012) quantifies the communitywide GHG emissions between 2008 and 2020 and sets
a communitywide GHG emissions target*? with specific measures to further reduce GHG emissions. The
transportation sector represents the largest communitywide GHG emissions sector §5%). The
transportation measures are summarized below:

A Measure TR1: Support for Pedestrians, Bicyclists, and Transi® Promote walking, bicycling, and
transit through new building and new pro ject requirements, a Safe Routes to Shool Program,
traffic calming to dissuade Highway 17 cut-through traffic, and transit access improvements.

A Measure TR2: North Forty Area Land Usesd Require a variety of local-serving commercial uses
and encourage mixed-use development in the North Forty area, reducing VMT.

A Measure TR3: Fixed Route Shuttle & Provide a fixed-route shuttle system to the downtown area
from key residential areas, employment and commercial centers, Vasona Light Rail, and Vasona
Park.

A Measure TR4: Bicycle Facilities and Progams & Provide for new bicycle facilities and programs
through installing new bicycle facilities, requiring bicycle support facilities in major on -residential
developments, installing bicycle parking facilities in Downtown, and encouraging a bicycle-
sharing program.

A Measure TR5: School Pool Programd Implement a School Pool Program that helps match
parents to carpool students to school.

A Measure TR6: Vehicle Circulation, Parking,and Idling Reduction Program & Support trip
reduction and the use of electric vehiclesthrough a voluntary Employer Commute Reduction

12 Los Gatos Greenhouse Gas Emissions Reduction Target: reduce GHG emissions by 15 percent below baseline (2008
or earlier) emissions by 2020 (os Gatos Sustainability Planpage 4-1).



Program, preferential parking for vanpools, carpools, and electric vehicles, and a carsharing
program.

A Measure TR7: Student Transit Outreachd Coordinate with local school districts on marketing,
promoting, and educating students about the benefits of using public transit as a mode of travel.

A Measure TR8: Vehicle Circulation, Parking, and Idling Reduction Programsd Reduce vehicle
circulation associated with parking and reduce vehicle idling through better wayfinding and
public outreach around schools during pick -up and drop -off times.

Bicycle and Pedestrian Master Plan

The Town of Los Gatos Bicycle and Pedestrian Master PI§2017) summarizes goals for improving the
bicycle and pedestrian network, existing and proposed facilities, and programs involving education,
enforcement, and promotion. The Plan was developed in conformance with the Los GatosGeneral Plan
and supports the implementation of a convenient, safe, and accessible system that supports walking and
bicycling. Goals of the Bicycleand Pedestrian MasterPlan are:

A Goal A. Education and Encouragement:Encourage the Los Gatos and Monte Sereno communities
to walk or ride a bike for recreation, transportation, and health, supporting safety education
programs for all road users.

A Goal B. Enforcement: Promote safety for all road users through compliance with traffic codes for
drivers, bicyclists and pedestrians.

A Goalc. Accessillity and Connectivity: Develo p a ¢ o h e s i-svter easnsdé obdioow cl e and p
network that ensures safe and convenient facilities for those bicycling and walking & connecting
community members to employment, educational, cultural, civic, transit, recreational and
shopping destinations.

A GoalD. Engineering/Development Standards: Provide highquality and highly effective bicycle
and pedestrian facilities to enhance the safety, comfort and convenience of people walking and
bicycling.

A Goal E. Evaluation an Implementation Strategies: Ensure successful implementation of the
Bicycle and Pedestrian Master Plan by developing effective implementation programs and
funding strategies, and establishing clear roles and responsibilities for all relevant Town
departments.

Traffic Impact Policy

The Town of Los Gatos Traffic Impact Policy#1-05, March 2017) provides guidance to Town Staff and the

development community in implementing the provisions of the Town Municipal Code, Chapter 15, Article

VII, Traffic,alsoknownas t he oO0Town afff iLoo sl ngma cots Mirt i gati on Fee Ordi
used by the Town to ensure that trips generated by new developments do not create undesirable effects

and guarantee that each new development pays for its fair share of the transportation improvements

needed to accommodate the cumulative traffic impacts.
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Section Il of the policy identifies when a traffic impact mitigation fee must be paid and identifies when a
comprehensive traffic impact analysis must be conducted. According to the policy, projects that are
determined by the Town to generate one or more new net average daily vehicle trips would be required
to pay a traffic impact mitigation fee. The fee, currently set at $902.00 per new net average daily vehicle
trip generated (July 1, 2016), is based a the unfunded cost of the transportation improvements necessary
to update the traffic circulation system as identified in the Los GatosGeneral Plan In addition, projects
which will generate 20 or more new peak hour vehicle trips would be required to com plete a
comprehensive traffic impact analysis report.

Complete Street s Policy

The Town of Los Gatos Complete StreefRolicy (#3-01, February 2019) guides relevant departments by
formally applying complete streets principles in transportation projects and f unding programs Town-wide.
Complete streets are generally defined as streets that are planned, designed, and operated for sife
mobility of all users including pedestrians, bicyclists, motorists, and transit users of all ages and abilities.
The policy defines complete streets principles within the context of Los Gatos, provides the
implementation framework on applying the polic y, and identifies the process for exemptions.

Santa Clara Countywide VMT Estimation Tool

The Santa Clara CountywideVMT Estimation Tool (SCC VMT Estimation Tool)released May 2020, will
screenprojects to identify if the projects a re exempt from further VMT analysis using Project generated
VMT thresholds and transportation priority areas, estimate the Project generated VMT rate and estimate
VMT reductions for land use projects in Santa Clara County. The types of land use projectaddressed
include residential, office, and industrial land uses, those land uses in combination with each other, and
those land uses with or without local serving retail space. TheSCC VMT Estimation Toolwill be modular
such that VTA, along with cities in Santa Clara County and the County of Santa Claracan include their
specific VMT screeningcriteria or model data within the Tool. The Tool will be scalable such that it can be
used for a range of project sizes and location within any jurisdiction in Santa Clara County.

The SCC VMT Estimatiortool evaluates the VMT for proposed land use projects by determining whether
the project is located within a low VMT g enerating area, estimating the project generated VMT, and
evaluating the project generated VMT after potential reduction measures have been applied. The travel
forecasting data that the SCCVMT Estimation Tool uses is static, meaning that any data in thistool does
not affect the data used from the source travel forecasting model.

The SCCVMT Estimation Tool consists of three separate modules:

A wmT Screening : The location of the project is used to determine if the project site is within a low
VMT generating area, including low VMT generating traffic analysis zones (TAZ) or parcels and
transit priority areas (TPA).

A Project Generated VMT :A combi nati on of the projectdés |l ocation
estimate VMT generated from the project, which is expressed as a VMT rate (i.e., VMT per
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population generating the VMT). This process can use the Santa Gira Valley Transportation
Aut hority (-leVEINYMTOdata qr AAZ teeel VMT generation rates to estimate the
projectds VMT.

A VMT Reductions : A series of VMT mitigation measures are applied to potentially reduce the
project generated VMT. The project VMT is compared to the applicable VMT threshold to
determine whether it falls below the threshold at the start, or whether it is reduced below the
threshold after applying additional VMT reduction measures. The VMT threshold used in this
module is calculated in the VMT Screening module.

VTA Transportation Impact Analysis Guidelines

The Town of Los Gatosfollows the Santa Clara Valley Transportation Authoriyy (VTA) Congestion
Management Program Transportation Impact Analysis Guideline$2014) when conducting a transportation
impact analysis for a land use or transportation project that affects congestion management program
intersections or freeway segments. For consistency, Town staff has also used these guidelines for its local
intersection analysis. The VTA Guidelines are established to provide a clear and consistent technical
approach for projects that could have transportation effects (adverse and beneficial) on the transportation
system and services.TAsprovide essential information for decision -makers and the public when
evaluating individual development and transportation infrastructure projects. 2

13 Once Town Council has made it decisions regarding the VMT Metrics, VMT Methads, VMT Thresholds, and VMT
Mitigation Approach, Town of Los Gatos Transportation Analysis (TA) guidelines will be prepared to provide a clear
and consistent technical approach to transportation improvement a nd operations analysis within the Town of Los

Gatos.
'
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Chapter 3YMT Metrics

The CEQA Guidelinesstate that each lead agency canidentify the metrics and methods used to evaluate
environmental effects, so the Town can choose from a variety of VMT metrics. Typical CEQA practice
focuses on environmental effects that occur on a typical weekday, so all references toVMT in the
remainder of this document are intended to mean VMT that occurs on a typical weekday. Weekday VMT
can be broken down into components related to trips for specific purposes (for example, commute trips
or shopping trips). Total VMT will tend to scale with the level of activity in a location; that is, the more
people who live or work in a particular zone, the higher the total VMT associated with that zone.

Many jurisdictions find it useful to express VMT as an efficiency metric (e.g., VMT per person or VMT per
employee). This form of the metric is unrelated to the level of activity in a particular location and more
about how efficiently the people at that location travel. A project that contributes to a more efficient use
of the transportation system would reduce the total VMT per person as compared to a ho-project
scenario. A commonly used efficiency metric is dotal VMT per service population,6in which the
denominat or <cal | edindudes allthe cagablgs dhpt gdneratei vehiclé trips in the models
that estimate VMT; in most instances this will include residents plus employees, and may also include
other categories of people such as visitors or students if those categories are used in the trip generation
estimates in the model.

Reommendations in OPR Technical Advisory

The OPRTechnical Advisoryrecommends the use of efficiency metrics for presentation in CEQA analysis,
particularly the following:

A Residential Land UseHome-based (light-duty vehicle) VMT per capita (resident), or household
generated VMT per capita (resident).

A Office Land Use:Home-based work (light-duty vehicle) VMT per employee, total employee VMT
per employee, or work tour VMT per employee.

OPR recommends a Total VMT metric for retail uses, partialarly the followi ng:

A Retail Land Use Total VMT (all vehicles) within an area affected by a project.

As the OPRexamples show, the VMT metric specification can include all or a portion of all trip purposes,
populations, and vehicle types. The OPR recommendationsillustrate two VMT metric option concepts:

1. Total VMT (used in the OPR metric for the retail land use) ascompared to Partial VMT (used
in the OPR metrics for office and residential land uses).

2. Project-Generated VMT (used in the OPR metrics for office and residentialand uses) as
compared to Projectds Effect on VMTusgused

t
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What Form of VMT Metrics Could beUsed?

VMT can be expressed in a variety of forms depending on specific objectives of the analysis. Examples of
these forms include:

A Total Project Generated VMT: VMT including all vehicle trips, vehicle types,and trip purposes. This
can be expressed as Total Project Generated VMT or Total Project Generated VMT per service
population (residents plus employees).

A partial Home-Based VMT VMT generated by light-duty vehicles for all trips that begin or end at a
residential land use. This is used in describing the VMT effects of residential land uses and is often
expressed as homebased VMT perresident.

A Ppartial Home-Based Work WT: VMT generated by light-duty vehicles only for commute trips
(that is, trips that have one end at a workplace and one end at a residence). This is used in
describing the VMT effects of workplaces, and is often expressed as homebased work VMT per
employee.

A Boundary VMT: VMT that occurs within a selected geographic boundary (e.g.,city, county, or
region) by any type of vehicle. Thiscaptures all on-road travel occurring on a roadway network for
any purpose, and includeslocal trips as well astrips that pass through the area without stopping.

VMT Metric Options: Total VMT and Partial VMT

Total VMT metrics include all types of VMT captured by a travel forecasting model, regardless of the type

of vehicle or the trip06s purrigiocudes visitontrips,/madaum-iduyeand t hi s me
heavy-duty vehicles, public transit buses, and other types of vehicle miles that might not be captured in

the most common partial VMT metrics.

To the extent that SB 743 is designed to promote infill development, and there is substantial evidence

that building projects in one area will have similar VMT effects to existing conditions in that area, a total

VMT analysis may not be necessaryor total VMT may be estimated using simpler approaches than a

unique travel demand forecasting model run (methodology options are discussed in Chapter 4). However,

for projects that are large, complex, controversial, or represent a unique land use for the study area, a

total VMT metric will likely be the most appropriate way to as sess project effects.In addition, total VMT

metrics derived from a transportation fo recastingmodelar e necessary to effetansure a pr
VMT, or how the project changes the total VMT in a given geographic area. This Boundary VMT is

discussedfurt her in a | ater sectiborf sdéd Rmpapg 2yt ®n Effect on VMT

Total VMT is also useful for consistency with other EIR sections, namel\GHG air quality, and energy
consumption. Each of these sections uses total VMT as an input for its analysislthough they may
consider VMT on an annual rather than daily basis.

Partial VMT referstot he use of only particular trip purposes and/
impacts. The efficiency metrics recommended by OPR for use in analyzing offce and residential projects
are partial VMT metrics, because they include only light-duty passenger vehicles, andonly trips for a
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specific purpose or made by a specific population. The benefit of these partial VMT metrics is that they
allow for sketch-level analysis using findings from a prior model run, they are easier to understand and
visualize, and for single land uses thatare similar to existing development patterns they are likely
reflective of the same impact patterns as would be present with analysis of total VMT. Understanding
where built environment conditions lead to VMT-efficient residential and workplace activity is substantial
evidence that could help support conclusions that adding similar land uses to those areas would create
similar outcomes. This can be considered analogous to collecting vehicle counts at a nealpy existing
project and developing custom local rates. Reporting a portion of VMT from select trip purposes and
limiting the VMT to light -duty vehicles could be useful for initial b aseline VMT screening, and ér some
project types, a more complete VMT analysis may be needed

Project applicants may also have concerns with the separation of land uses because it may produce VMT
forecasts that dilute the benefits of their projects. For example, mixed-use projects help reduce VMT by
shortening vehicle trip lengt hs or reducing vehicle trips because of the convenience of walking, bicycling,
or using transit between project destinations. To quantify these effects with models used in current
practice requires analyzing the project asa whole.

VMT Metric Options: Pro j ect Gener ated VMTctenWVBIT Proj ectds Effe

There are several different VMT metrics thatmust be included in a complete VMT analysis. One of them,
oprojectds ,&f fieguseobartravel fdrecasting model to evaluate potential areawide VMT
changes caused by the project.

A Project-generated VMT: The sum of the VMT from, to, and within a project site.

A pPro ject 6s e(Withieasetlectedgeddrabhic boundary): An evauation of the change in
total on-road vehicle travel within a geographic area boundary between without and with project
conditons.*The boundary for a projectds analysis should
characteristics such as size and location. The malysis would typically be done at a

townwide/ citywide, countywide, or regional scale.

The project-generated VMT andpr oj ect 6 s effect on VMT (using boundary
presented in Figure 1 as a generic representation of the VMT metrics Figure 2 shows the same metrics

based on the Town of Los Gatos townlimits and street system. Both of these metrics are needed for a
comprehensive view of Asdisqugsadjinehe ORRBechiddAdvieotyf ec & sew r et ai |
development redistributes shopping trips rather than creating new trips, 1° estimating the total change in

14 An often-cited example of how a project can affect VMT is the addition of a grocery store in a food desert.
Residents of a neighborhood without a grocery store have to travel a great distance to an existing grocery store.
Adding the grocery store to that neighborhood will shorten many of the grocery shopping trips and reduce the
VMT to/from the neighborhood.

15 Lovejoy, et al. (2013)Measuring the impacts of local land use policies on vehicle miles tragled: The case of the first
big-box store in Davs, California, The Journal of Transport and Land Use.
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VMT (i.e., the difference in total VMT in the area affected with and without the project) is the best way to
analyze a retail pmpagt.eect 6 s transportation

18

—y



SB 743 Implementation Decisions for the Town of Los Gatos
July 2020

Project-generatedVMT i s cal cul ated by summing the o0VMdafromdé and
larger areawhen the project is a plan such as a Specific Plan or General Plan)rhese calculations are

usually performed using outputs from a travel forecasting model. Most travel forecasting models will

output information on the Project Generated VMT associated with the land use in a given transportation

analysis zone (TAZ); that total is typically as follows

01 & 00ER0 oY b "Oi £ 4od "W "'000® "'O0®0 ¢z2'000O &0

A Internal-internal (ID: The full length of all trips made entirely within the project area is counted.

A Internal-external (IXY The full length of all trips with an origin w ithin the project area and
destination outside of the area is counted.

A Externatinternal (XI): The full length of all trips with an origin ou tside of the project area and
destination within the area is counted.

There are two additional adjustments that should be made to reach a total project generated VMT. First,
because most VMT calculation methods multiply the number of trip ends by the trip length, the internal-
internal VMT in the project areais double counted ; convention generally divides the internal-internal VMT
by two to compensate for this . Second, an adjustment to the project generated VMT should be made to
include the full length of trips that leave the travel forecasting model area to fully capture interregional
travel (an example may be a trip from Los Gatosto Sacramento; Sacramento is not included in any of the
Bay Area travel modelsas atransportation analysiszone).

The total can be further broken down into components related to trips for specific purposes (for example,
commute trips or shopping trips).

When describing VMT metrics in impact analysis, lead agencies should report project changes in absolute
terms and consider whether an cefficiency form 6 of the metric such as total project generated VMT per
service population (i.e., population plus employment) is meaningful for impact analysis.'® Since emissions
and energy impact analysis require absolute amounts of VMT as an input, total weekday VMT in absolute
terms is the minimum requirement. The efficiency form of the metric is a VMT generation rate similar to a
vehicle trip rate. In addition, since total VMT will increase or fluctuate with population and employment
growth, changes in economic activity, and expansion of new vehicle travel choices (i.e., Uber, Lyft,
autonomous vehicles, etc.), expressing VMT measurement in an efficiency metric form allows for more

16 Many jurisdictions find it useful to express VMT as an efficiency metric (e.g.,VMT per person or VMT per employee).
This form of the metric is unrelated to the level of activity in a particular location and more about how efficiently the
people at that location travel. A project that contributes to a more efficient use of the transportation system would
reduce the total VMT per person as compared to a no-project scenario. A commonly used efficiency metric is ctotal
VMT per service population,6i n whi ch the denomi nat orincladed all & the vareldes thaét c e pop ul
generate vehicle trips in the travel forecasting models that estimate VMT; in most instances this will include
residents plus employees, and may also include other categories of people such as visitors or students if those
categories are used in the trip generation estimates in the travel forecasting model.
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direct comparisons to baseline conditions when it comes to land use projects, land use plans, and
transportation projects.

Project ds e fisfegimated within &/skl@cted geographic boundary (e.g.,town/ city, county or
region) and captures all VMT onthe roadway network including both local trips and longer-distance
travel that does not have an origin or destination within the area . It is often referred to as boundary VMT.
It is a more complete evaluation of the potential effects of the project because it captures the combined
effect of new VMT, shifting of existing VMT to/from other neighborhoods, and/or shifts in existing VMT to
alternate travel routes or modes. The absolute change in VMT between awithout project and with project
condition can be compared directly if the land use tot als are equal between scenarbs. If the land use
totals are different, the VMT should be divided by the service population (typically residents plus
employees but may include other VMT generators like students and visitors) to distinguish the effects of
population and/or employment gr owth from the effects of changes in personal travel behavior.

The land use changes fortypical projects in the Town are relatively small compared to the total residential

population and employment of the Town and the typical project is unlikely to have widespread regional

VMT effects. Ther ef or e, if using a travel model theselectetl i mat e a
geographic region should be either the County or Town. However, the selected area should remain large

enough to capture the VMT changes associated with the project. Additional considerations for smaller

projects are discussed further in the VMT Calculation Methods chapter (Chapter 4).

VMT Metrics for Other Resource Areas

As referenced earlier in this discussion of VMT metrics, acommon practice for GHG air quality, and
energy consumption impact analysis is to usethe following VMT produced using a local or regional travel
forecasting models:

A Project generated VMT: Total project generated VMT with adjustments for trips that travel ou tside
the model area and disaggregated by speed bin.'” (This VMT metric may vary based on a local
jurisdictions General Plan, Climate Action Plan, and regional air district requirements)

A Project® effect on VMT within a select geography: Boundary VMT on all roadways within a
geographic area disaggregated by speed bin.

Emissions vary by speed bin; disaggregating VMT by speed bin allows different emissions factors to be
applied at different speeds, which allows for the preparation of a more refined emissions analysis.

17 Total VMT by speedbin is the VMT on the roadway for a given speed range (typically a five mile an hour increment
of speed from 0 to ~80 miles per hour). Emissions rates of criteria pollutants and GHG, and energy consumption
vary based on vehicle speed. Thus, segmenting VMTby speed bin provides a more precise estimate of these
emissions.
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Summary of VMT Metric Options

The following summary table (Table 1) clarifies the VMT metric, definition, VMT accounting specification,
and potential use as an input for other CEQA sections including GHG, air quality, and energy consumption
impact analysis With the exception of Total Project Generate VMT per service population, each VMT
metric listed in this table are described in the Technical Advisory On Evaluating Transportation Impacts in
CEQA(December 2018); seepages 5, 6 and 23, and Appendix 1 of the Technical Advisory It is suggested
that each of these VMT metrics be included so that all forms of VMT needed for screening and complete
analysis are available (including total VMT by speed binfor air quality, GHG, and energy impactanalysis).

Table 1: Summary of Common VMT Metrics

Location of VMT
Accounting
Specification in

VMT used for
other CEQA
Sections?

Recommended

VMT Metric *
etric by OPR

Definition

this Document

Yes, for land use

Daily VMT of al vehicle trips, . plans, and
vehicle types, and trip purposes Project discussed in
Total Proj ect Generated C Generated VMT .
for all project land uses, . Appendix 1 of Yes
VMT . Accounting on
presented as a total project aqe 16 the OPR
generated VMT. pag Technical
Advisory.
No, although
Project for mive-use
Total Project Generated Daily VMT of all vehicle trips, Generated VMT .
. ; . . projects and
VMT per Service vehicle types, and trip purposes Accounting on .
2.8 . o . comparing land
Population for all project land uses, divided page 16 using . Yes
. 3 use scenarios,
(aka Total Project by the sum of residents plus Total VMT per )
. particularly when
Generated VMT Rate) employees. Service .
. using a travel
Population. )
forecasting
model.
Project
Yes for
. VMT generated by light-duty Generatgd VMT residential
Partial Home -Based . . : Accounting on .
. 4 vehiclesfor all trips that begin or . projects on page
VMT per Resident* (aka . . page 16 using . No
end at a residential land use, 5 and Appendix 1
Home-Based VMT Rate) . . . Home-Based .
divided by residents. of OPR Technical
VMT per Advisor
Resident. Y
VIMT by light-duty vehicles only |- r2ject
. Y g o y Generated VMT Yes for office
Partial Home -Based for work trips (that is, trips that . .
Accounting on projects on page
Work VMT per have one end at a workplace . .

4 . page 16 using 6 and Appendix 1 No
Employee* (aka Home -  and one end at a residence), .
Based Work VMT Rate) divided by number of Home-Based of OPR Technical

y Work VMT per Advisory.

employees.

Employee.
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Table 1: Summary of Common VMT Metrics

Location of VMT

Accounting Recommended
Specification in by OPR
this Document

VMT used for
other CEQA
Sections?

VMT Metric 1 Definition

VMT that occurs within a
selected geographic boundary
(e.g., City,County, or region) by

Yes for retall
projects and

Project 6s Ef anytype of vehicle. This rtgincstzc;rrt]atlgnes
within the Boundary of  capturesall on-road vehicle Boundary VMT pro) pag
. 5,6 and 23 and Yes

a Specific Area (aka travel on a roadway network for on page 15. Appendix 1 of
Boundary VMT) any purpose, and includes local p?he OPR

trips as well as trips that pass Technical

through the area without .

Advisory.

stopping.

1. Each VMT metric is an option for baseline and/or cumulative impact analysis.
2. Total project generated VMT is derived from this VMT rate.
3. The project generated VMT accounting is similar to an origin-destination accounting used for many Climate Action Plans.
4. A partial VMT estimate.
Source: Fehr & Peers2020.
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VMT METRICS: OPTIONS, LIMITATIONS, AND
CONSIDERATIONS

COMMON OPTIONS

Total Project Generated VMT

Total Project Generated VMT per Service
Population**

Household generated VMT per Resicent
(requires an activity/tour -based travel
forecasting model)

Home-Based VMT per Resident (a partial VMT
estimate)

Home-Based Work VMT per Employee (a
partial VMT estimate)
Projectds
for a specific area

EusirigBauhdarg VIMTV M

COMMON LIMITATIONS

Metrics other than total VMT and total VMT per
service population typically only represent partial
VMT (i.e., some vehicle types and trip purposes are
excluded in the models used to estimate VMT). This
may be acceptable for screening purposes but not
for a complete VMT impact analysis. Project
generated VMT metrics cannot capture how a project
changes behavior of non-project residents or
employees.

CONSIDERATIONS

The expectations of a CEQA impact anbysis to strive

to provide a complete picture of the effec ts of a
project on the environment are highlighted within

the CEQA Guidelines. For lead agencies, VMT metrics
and method should consider current practice for air
quality, greenhouse gases(GHG) and energy
consumption impact analysis. In general, VMT is usd
as an input for these other analyses and current
practice is to produce VMT estimates and forecasts
that comply with CEQA Guidelines expectations.

** Service population includes population plus
employment and may include students or visitors; it
is intended to include all independent variables used
in estimating trips.

VMT METRICS: TOWN OF LOS GATOS INITIAL
RECOMMENDATIONS

OPTION 1: RELY ON THE OPR TECHNICAL ADVISORY
THRESHOLDS

Include the following so that forms of VMT needed
for screening and complete VMT analysis are
available:
Total Project Generated VMT
Total Project Generated VMT perService
Population
Home-based VMT per Resident
Home-based work VMT per Employee
Boundary VMT for an appropriate area affected
by the Project (needed for air quality, GHG, and
energy analysis)

OPTION 2: SET THRESHOLDS CONSISTENT WITH THE
GENERAL PLAN FUTURE YEAR VMT PROJECTIONS

Include the following so that forms of VMT needed
for a complete VMT analysis ae available
i Total Project Generated VMT
I Total Project Geneaated VMT per Service
Population
Boundary VMT for an appropriate area affected
by the Project (needed for air quality, GHG, and
energy analysis)




Chapter 4/MT Calculation Methods

What Methods areAvailable to Use in Estimating and
ForecastingVMT?

VMT forecasts are generated using various forms oftravel forecasting models that range from simple
spreadsheets based on historictravel trends to complex computer models that account for numerous
factors influencing travel demand. Possible travel forecasting models/tools include:

A Travel Forecasting Models: A travel forecasting model is a computer model used to estimate
travel behavior for a specific horizon year based on land use and trangortation network supply
inputs. VMT isone output of a travel forecasting model run. The Caltrans Statewide Travel
Forecasting Model, Metropolitan Transportation Commission (MTC) Regional Travel Forecasting
Model, and VTA-C/CAGBI-County Travel Forecastilg Model are all examples of travel
forecasting models.

A Non-model b6Accoun:él sorge cdbestwhepedh sravel model is not available or not
appropriate, VMT can be estimated using sketch models or spreadsheet tools. VMT can also be
estimated directly by multiplying the number of trips by an average trip length. Trips can be
estimated using trip generation surveys or trip generation rate data. Trip lengths can be extracted
from models or from standardiz ed averages or travel pattern data from the regional or sub-
regional planning organization. Using trip length averages does not consider changes to the
roadway network or traffic congestion, or t he projectds potential effec
Thesenormodel OAccounti ng Mephiledwtsatravelonodeldindaided o b e
between major model updates or to estimate project generated VMT for small projects that
woul d o0get | oThdforthcomirg Santa ClarbCountywide VMT Estimation Tool is an
example of VMT screening tools that use outputs from a travel forecasting model and conduct s
off-model VMT reduction calculations to test potential transportation demand management
strategies to reduce VMT.

Selecting aModel for Calculating VMT

An ideal tool for an SB 743 VMT analysis is a travel forecasting model that has been appropriately
calibrated and validated for local project size and scale and has trip length data that accounts for trips
that extend beyond the model boundary. Many travel forecasting models also account for travel patterns

due to congestion, public transit, and non-motorized transit (walking and biking).

Travel Forecasting Models

The National Cooperative Highway Research Program(NCHRP) Report 765, Analytical Travel Focasting
Approaches for ProjectLevel Planning and Design Transportation Research Board (TRB) (2014) is a detailed
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resource with many applicable sections. A few highlights related to forecasting expectations for models
are listed below:

A Atavel forecasting model should be sensitive to the policies and projects that the model is
expected to help evaluate.

A Project-level travel forecasts should be validated following the guidelines of the Travel Model
Validation and Reasonableness Checking ManuaSecond Editon from th e Federal Highway
Administration (FHWA).

A The model should be recalibrated frequently to ensure that validation standards are
continuously met.

If used as the primary basis for calculating VMT, selection of an appropriate travel forecasting mode is an

important step. It is important for consistency because the model used to develop VMT thresholds should

al so be used to evaluate a pr oj eTheO@PRTedhnicakAoisora nd cumul af
emphasizes this point (Technical Advisory: OrEvaluating Transportation Impacts in CEQApage 6).

olt is critical, however, that the agency be consi s
the analysis to-tmapptaesd eompapipses. For exampl e, i
basedVMT for the threshold, it should also be use homebased VMT for calculating project VMT and

VMT reduction due to mitigation measures. 6

The VTATravelModel includes a more detailed representation of the Town of Los Gatostransportation
network and land use patterns compared to the MTC Travel Model. A comparison of the available travel
forecasting models for the Town of Los Gatosis shown in Appendix B.

Using a travel forecasting model has some advantages over othermethods, such as using sketch models

or spreadsheet tools, because a travel model is better able to account for both project generated VMT

and the project 6swiedfef edcMT .0 nA tsoptraela dasrheeaet t oo | cannot ev
VMT. Both projectgener at ed and t hmetotgd VMTj(as coted earlieg) faré ienpottanton a

CEQA analysisln addition, travel forecasting models can help identify the effects of transportation

projects on VMT: for instance, would adding an additional vehicle lane induce new VMT, or cause people

to drive who otherwise wouldndt have?

A travel forecasting model should have a base year and a future year, which are needed to evaluate
project and cumulative impacts. As noted above, lead agencies have discretion b choose their analysis
methods. However, if they prefer to establish thresholds that rely on regional averages of baseline VMT,
then the travel forecasting model must cover a large enough area. The OPRTechnical Advisorycites the
importance of not truncating trip lengths based on travel forecas ting model or political boundaries:

Considerations for All Projects . Lead agencies should not truncate any VMT analysis because of
jurisdictional or other boundaries, for example by failing to count the portion of a trip that falls
outside the jurisdiction or by discounting the VMT from a trip that crosses a jurisdictional boundary.



CEQA requires environment al analyses to reflect a 0
Guidelines, § 15151.) Thus, where methodologies exist that can estimate the faktent of vehicle

travel from a project, the lead agency should apply them to do so. Where those VMT effects will

grow over time, analyses s hdamhahdlongtermiefteeason Wit h a pr o
(Quote from page 6 of the Technical Advisoy: On Evaluating Transportation Impacts in CEQA

December 2018).

Some regional travel forecasting models used by metropolitan planning organizations (MPOs) have
sufficient geograp hic coverage to produce these estimates although they typically truncate tri p lengths at
the model boundary (usually meaning that inter -regional VMT is not fully captured without adjustments in
the VMT forecasts). This can be an important limitation for towns, cities, or counties at the edge of the
travel forecasting model boundary.

In addition to concerns around truncating trips, most models cannot analyze transportation effects at the
parcel or project level becausethe most disaggregate level of land use in a travel model is the
transportation analysis zone (TAZ)'® These TAZ boundaries are not artificial, and substantial effort is
usually applied when designing a TAZ system.While a project may be one or several parcels, the finest
level a VMT analysis shbuld be conducted on (absent supporting substantial evidence of statistical
validity) is the TAZ.As such, it does present a limitation for analysis of smaller areas at the subTAZ level.
The response to this type of limitation is to modify the model to add detail and split TAZs

Should an analyst identify noise or anomalies inthe VMT results, further testing and investigation is
needed to diagnose and understand the cause and prepare an appropriate solution. The solution may
result in minor refinements to the TAZ structure (as noted above), update land use or transportation
network inputs, or more comprehensive improvements to ensure the travel model is sufficiently accurate
and sensitive to the local-scale applications.

The TAZ size also influences the types of streets vehicleraffic is typically assigned to. For a regional
forecasting model an arterial or minor arterial is the lowest street level that traffic is assigned to ; for a sub-
regional/local travel forecasting model it is typically a collector or possibly local streets. As such, for most
travel forecasting model uses, VMT on smaller streets is not calculated.

Lead agencies should be aware that rdesignedtohbelsensitvel el s 6 of
to local-scale applications such as individual land use project analysis. Calibration and validation of the

model within the proj ect study area is typically needed including refinements and modifications to better

represent the project and its effects.

The OPRTechnical Advisorystates that sketch level models may be used for project VMT analysis if the
trip lengths are replaced with those from the local or regional model that was used to establish the lead
a g e n ¥MTdttwesholds. To be fully consistent, the trip generation estimates of the sketch model would

18 As defined by NCHRP Report 716, Travel Demand Forecasting: Parameters and Techniques T R B , 2012, O0TAZ
boundaries are usually major roadways, jurisdictional borders, and geographic boundaries and are defined by
homogeneous land usestothe ext ent possi bl e. o
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also have to be replaced. Unfortunately, most travel forecasting models do not use typical project land
uses as trip generation inputs making this substitution difficult.

Non -Model Spreadsheets and Sketch Planning Tools

Sketch planning tools vary from simple shxlegimdsheets t h;
generation by an average trip length to more complex calculations that incorporate some level of land

use context and project detail. Examples of the | atter
MXD+ methods for evaluating mixed -use projects, both of which are commonly used for trip generation

or air quality analysis under current CEQA practice.

VTAIs currently in the process of developing a web application that will screen and estimate project

generated VMT and VMT reductions for land use projects in the Town of Los Gatos The types of land use

projects would include residential, office, and industrial land uses, those land uses in combination with

each other, and those land uses with or without ancillary retail space. TheSCCVMT Evalwation Tool will be

modular such that the VTA, along with the cities and towns in Santa ClaraCounty and the County of San

Claracan include their specific VMT screening requirements or VMT data within the SCCVMT Evaluation

Tool. The web application will be scalable such that it can be used for a range of project sizes and location

within any jurisdiction in Santa Clara County. This web application will include the partial Home -based

VMT per Resident and Partial Homebased Work VMT per Employee, and has thepotential to include

Total VMT per service population, boundary VMT and a p!
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VMT CALCULATION METHODS: OPTIONS, LIMITATIONS, AND CONSIDERATIONS

CoMMON OPTIONS

Caltrans Statewide Travel Denand Model

Metropolitan Transportation Commission (MTC) Regional Travel Forecasting Model
VTA:-C/CAG BiCounty Travel Forecasting Model

Local Town of Los Gatos Travel Forecasting Model (not currently available)

Non-model OAccounti ng Mohpldnoird $od orspieadsheet*s s k e t

COMMON LIMITATIONS
Statewide and regional models have limited sensitivity and accuracy for local scale applications df the shelf. Regional

and local models often truncate trips at model boundaries. Sketch and spreadsheett ool s do not <cap
ef fect on VMT®G.

CONSIDERATIONS

Selection of an appropriate travel forecasting approach is an important step because the tool used to develop VMT
thresholds must al so be used t o e vMIllimpacts.eRegionapor local enadeld s
should be calibrated and validated for local project -scale sensitivity/accuracy (including appending trip length d ata for

trips with external trip ends) before usingande&er anoad
VMT. o

**Sketch planning tool or spreadsheet method has limitations if using a citywide or regional average for a threshold.

VMT CALCULATION METHODS: TOWN OF LOS GATOS INITIAL RECOMMENDATIONS

OPTION 1: RELY ON THE OPR TECHNICAL ADVISORY THRESHOLDS

Use the Santa Clara Countywide VMT Evaluation Tool for baseline VMT screening, And most likely the VFE/CAG Bi
County Travel Forecating Model, Local Town of Los Gatos Travel Forecasting Model (not currently available), or Non
model wrAtcicog Met hodsd6 such as sketch planning tool or

OPTION 2: SET THRESHOLDS CONSISTENT WITH THE GENERAL PLAN FUTURE YEAR VMT PROJECTIONS

Most likely the VTA- C/CAG BiCounty Travel Forecasting Model, Local Town of Los Gatos Travel Forecasting Mode
(not currently available), or Non-model OAccounting Methodsd such as sket
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Chapter 5VMT Impact Significance
Thresholds

Since SB 743 introduces a new mandatory metric for use inCEQAanalysis, lead agencies wllneed to
determine what constitutes acceptable and unacceptable levels of VMT. This process is generally referred
to as establishing significance thresholds and is governed by CEQA GuidelinesSection 15064.7, which
states the following:

15064.7. THRESH@S OF SIGNIFICANCE. (a) Each public agency is encouraged to develop and
publish thresholds of significance that the agency uses in the determination of the significance of
environmental effects. A threshold of significance is an identifiable quantitativegualitative or
performance level of an environmental effect, noacompliance with which means the effect will
normally be determined to be significant by the agency and compliance with which means the effect
normally will be determined to be less than signficant. (b) Thresholds of significance to be adopted
forgeneraluseaspartofhe | ead agencyds environment al review p
ordinance, resolution, rule, or regulation, and developed through a public review process and be
supported bysubstantial evidence. (c) When adopting thresholds of significance, a lead agennoyay
consider thresholds of significance previously adopted or recommended by other public agencies or
recommended by experts, provided the decision of the lead agency to adbguch thresholds is
supported by substantial evidence.

In more general terms, this indicates that agencies are now encouraged to formally adopt thresholds of
significance for VMT, and that they have leeway to consider a wide variety of opinions from public
agencies and experts. Ultimately, agencies have discretion to determine a threshold of significance, either
on a case hby-case basis or through a more formal adoption process, provided that they can present
substantial evidence that the threshold is set at a level that would normally be considered to have a
significant environmental impact.

For projects that are not able to meet the established threshold, the VMT impact would be considered
significant and unavoidable, preparation of an Environmental Impact Report (EIR) would be required, and
approval of the project would require the a doption of a Statement of Overriding Considerations.

With regard to establishing thresholds for VMT, lead agencies have at leastfour options:

1) Use Screening Criteria.

The concept of project screening is that some projects have characteristics that readily lead to the
conclusion that they would not cause a VMT impact, and therefore could be screened out of
doing a detailed VMT analysis. TheCEQA Guidelinestate that projects within ¥ mile of a major



2)

3)

transit stop or a stop along a high -quality transit corrid or (i.e., with at least 15minute headways
during peak hours) should be presumed to have no impact on VMT.

In addition, the OPRTechnical Advisorypr esent s a mebh doedd oscroenampi ng,
projects located in low-VMT areas may require only a quaitative discussion of their VMT effects,
provided they comply with best practices for infill development. The areas that would qualify as

ol ovWMT 6 ar eas woul dhedewmp defings ite VMT metnes and thresholdsrelative

to baseline conditions. One method for conducting project screening is to develop a GISbased

mapping tool that shows the locations of the transit priority areas and the low -VMT areas and

allows the analyst to plot their project location to see i f it meets the screening criteria.

Land use projects may also be screened out of further analysis if they are very small or can be
demonstrated to primarily attract trips that would otherwise travel longer dist ance. Further,
certain transportation projects, such as installation of bicycle/pedestrian/transit infrastructure, or
projects designed to address a localized operational issue, can be presumed not to contribute to
increased VMT.

Rely on the OPR Technical Advisory suggestion to set thresholds consist ent with state goals
for air quality, GHG and energy conservation.

The OPRTechnical Advisorycontains suggested VMT thresholds. The basic suggested threshold is
that each project achievesa VMT level that is a least 15% below baseline conditions. In the case
of the Townof LosGatos it s oOr egi on 6-courdylBayddree t he ni ne

Use a threshold adopted or recommended by another public agency consistent with lead
agency air quality, GHG reduction, and energy  conservation goals.

The CEQA Guidelineffer the option for an agency to use a threshold that is adopted or
recommended by another agency, as long as that decision is supported by substantial evidence.
Other state agencies, such as Caltrans and the Califimia Air Resources Board (CARB), have
technical expertise that is relevant to this topic.

CARB has produced several reports and studies that speak to the level of VMT reduction, in
conjunction with many other measures, that would lead to the achievementof t he st at ed s
goals. Recent CARB publicatios have identified that new land use projects could contribute to

these statewide goals by achieving total project generated VMT levels of at least 14.3% below the

wh e

GHG

existing baseline (the CARB reportdoesnotsgp ci fy whet her this aEageel i neod

or some other baseline). For light-duty vehicles only, CARB cites d.6.8%reduction below baseline
(2018) averageVMT. However, the CARB analysis assumes that all of the regions in the state will
meet the GHG reduction targets set in their Regional Transportation Plans and Sustainable
Communities Strategies (RTP/SCS); thus far, indications are that not all regions are meeting those
targets, and vehicular travel in California (at least prior to the COVID-19 pandemic) has been
increasing rather than decreasing over the past several years. Further, the CARB analysis does not
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account for any future increases in the use of Transportation Network Companies (such as Uber
and Lyft) or commercial delivery services nor does it envision the potential for devel opment of
autonomous vehicles or any other emerging transportation innovations. Therefore, there is
growing evidence that the VMT reduction values from the CARB publication may not be enough

to actually meetthe St at e d s HedZurgrd ¥MTgenera&ion trends persist, the
threshold may need to increase to 25% below baseline (2018) average of jurisdiction (all vehicles).

Caltranshas released draftguidance endorsing the VMT thresholds published in the OPR
Technical Advisory Caltrans does acknowledge that each lead agency has the discretion to set its
own significance thresholds, and they will be reviewing the evidence presented by any agency
that uses a threshold that differs from those in the Technical Advisory.

Separately, Caltrans has r eDeempiagiCEQA Sighifitcanteriot er i m Gu i
GHG Emissions for Projects on the State Highway Systém t recanhmends that any increase in
GHG emissons would constitute a significant impact. Ths has been referred to as

VMT thresholddé. While Caltrans has thus far signale
transportation projects, it doemsema@ai MT @ tqhureess h wind a
also be applied to land use projects and plans.

4) Develop jurisdiction -specific VMT threshold consistent with existing General Plan

Agencies may decide to set their own thresholds, which should be supported by substantial

evidence and should support the three objectives laid out in SB 743:1) reducing GHG emissions,

2) encouraging infill development, and 3) promoting active transportat ion. The process of setting

thresholds should consider the policies and standards set inthe RTP/SCS$and should consider

how much priority the Town wants to place on the statewide GHG reduction goals, which relies on

the VMT growth budget established in the General Plan and associated EIRA targeted study

could determine what level of VMT in the Town of Los Gatoswould be consistent with the VM T

forecasts presented in Plan Bay Area and would representtheTownd s of air sharedé of th
GHG reduction goals.

Another option for setting a local threshold is to consider what level of VMT reduction is feasible
to achieve in the local context. Analysis tools are available to estimate the amount of VMT
reduction that can be achieved from different types of mitigation strategies deployed in different
settings (as described further in Chapter 6). Applying these tools to the range of settings that
exists in the Town of Los Gatoswould yield an estimate of the amount of VMT mitigation that
could feasibly be achieved, and that figure could then be incorporated into a VMT threshold.
Setting a threshold based on the feasibility of mitigation may not be fully supported by past
CEQA practices Fehr & Peers advises consulhg legal counsel and continuing to follow legal
developments before adopting this approach.

Establishing CEQA thresholds for VMT requires complying with the statutory language added by SB 743
as well as guidance contained in CEQA GuidelinesSection 15064, 15064.3, and 15064.7. The excerpts in



Appendix F highlight the amendments to the two CEQA GuidelinesSections that were certified by the
California Natural Resources Agency and the Office ofAdministrative Law at the end of 2018.

In addition, the Town must determine significance thresholds for each of the three project types: land use
projects, land use plans, and transportation projects.

Context for Setting VMT Impact Thresholds

California law®® states that the criteria for determining the significance of transportation impacts must
promote: (1) reduction of greenhouse gas emissions; (2) development of multimodal transportation
networks; and (3) a diversity of land uses.

Determining an appropr iate VMT significance threshold may ultimately depend on whether the courts
treat VMT more like air pollution and less like level of service (LOS). If VMT causes adrse effects to
human health similar to air pollution, then the threshold should be tied to substantial evidence (i.e.,
scientific studies) that relate VMT to human health (or human welfare or safety). If this effect varies by
area type, then different thr esholds may be appropriate. Currently (May 2020), the limited scientific
evidence related to VMT changes and their potential for causing adverse effects on humans is theCARB
2017 Scoping PlanThis analysis did not differentiate by area type so a change n rural VMT has no
different effect on humans than a change in urban VMT. The VMT would stil generate the same amount
of GHG emissions (and air pollutant emissions plus other indirect adverse effects) that would still have the
same contribution to climate change.

On the other hand, if VMT is treated more like LOS, then lead agencies would havea similar level of

discretion to establish thresholds based on context (i.e., sensitivity to the amount of vehicle travel). Past

practice allowed lead agenciestoet L OS t hresholds based | argely on the
travel delay. Thisi s consi stent with CEQA Guidelines Section 1506
effect is not always possible because the significance of an activity may \ary with the setting. For example,

an activity which may not be significantinanurbanarea may be signi ficant in a rura
that were more sensitive were allowed to establish LOS thresholds that equated to lower levels of delay.

Usingthis anal ogy, a | ead agency could set VMT threshol ds |
amount of vehicle travel or its associated effects.

Is the Use of VMTImpact Screening Desired?

There are several instances where CEQA statute allows for projectsot b e 0 s out ef enore detailed
analysis. The screening process refers to a relativelguick assessment of the project based on screening
criteria discussed below; if the project passes the screening assessment, itan be presumed to have a

less-than-significant impact on VMT. Screening may be based on project location, project characteristics,

19 Section 21099 of California Public Resources Code codifies the required changes to the guidelines implementing

CEQA as mandated in Senate Bill 743. Section 21099 includes a requiremenhat the criteria for determining the

significanc e of transportation i mpacts must oOpromote the reductio
mul ti modal transportation networ ks, and a diversity of | and
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or a combination of both. Lead agencies are responsible for deciding if projects may screen themselves
from further analysis, determining which screening criteria they want to use for which project types, and
where to set a screening othreshol do.

Projects Located Near Frequent and High Capacity Transit

CEQA Guideliness 15064.3(b)explicitly states that projects within % mile of a high-quality transit corridor

or major transit station should be presumed to have no impact on VMT. A major transit station is a rail or

ferry terminal, or the location where two high -frequency bus linesintersect. A major transit corridor is

defined as a corridor with high -frequency bus service in the peak hour.The Town has some discretion

whether to define these areasas2mi | e wal ksheds or ©&as t hdransitsewee f |l i es. 8
in the Town generally does not meet this threshold.

Projects Located in Low-VMT Generating Area

In addition, the OPRTechnical Advisorypr esent s a melbh doadd os c eempregacts g, wh
located in low-VMT areas may require only a qualitative discussion govided they comply with planning

best practices for infill development. A low VMT area is generally defined as one where the VMT per

resident under Existing Conditions (based on a model run) is below the impact threshold adopted by the

lead agency. The rdionale behind screening based on location in a low-VMT area is that future residents,
employees, and visitors are likely to have similar travel patterns to current populations in the study area.
Therefore, if a project includes elements that are substantially different from existing development

patterns, additional analysis may be necessary even if the area has a low level of VMT generation under
Existing Conditions.

Local-Serving Retail Projects

Local serving retail is unlikely to have a substantial influence on local VMT. Smaller retail uses such as
grocery stores, dry cleaners, pharmacies, and convenience stores tend to attract visitors from nearby
neighborhoods. As an examge, consider the effect of a new grocery store in an area without one.
Residentsof a neighborhood without a grocery store have to travel a great distance to an existing grocery
store. Adding the grocery store to that neighborhood will shorten many of the existing grocery shopping
trips and reduce the VMT to/from the neighborhood, whil e it is unlikely to attract visitors who are already
near an existing grocery store. While the definition of local-serving retail is somewhat subjective, a
reasonable screenirg criterion may be a grocery store, pharmacy, or shopping center that does not
exceed 50,000 square feet of retail space.

Specific Transportation Projects

Some transportation projects are highly unlikely to create VMT impacts, and can be presumed to have a
less-than-significant impact on VMT. These include projects that reduce the number of lanes on a

roadway (O0Oroad dietsd), bicycle and pedestrian infrast:
timing adjustments, and other roadway projects that are not intended to add vehicle capacity or reduce

vehicle delay. Appendix G includes the complete list provided in the OPR Technical Advisory(December



2018,Pages262 1) f or transport at nhoolikelyleadt) sesubstantiat onraegsurableo u | d

increase in vehicle travel, and therefore generally should not require aninduced travel analysisé

Projects with No Net VMT Increase

Some projects may be reasonably expected to have no net effect on VMT. These would include likefor-
like land use replacement projects, development of a site with a less-intensive land use than the existing
land use, or any other project that is not expected to cause a change in travel behavior to or from the
project site.

Affordable Housing Projects

The OPRTechnicd Advisory indicates that 100 percent affordable housing projects in infill locat ions may
be screened from further analysis based on evidence that affordable housing both generates less VMT per
resident than market-rate housing, and may help improve jobs-housing balance. TheTown may wish to
develop its own screening criteria for residential projects (or residential portions of mixed -use projects)
containing a particular amount of affordable housing, based on local circumstances and evidence.

Small Projects

The Town may continue to issue guidance regarding when a full transportation impact analysis is
necessary by, for instance, allowing the screening of small projects from VMT analysis, or requiring only
gualitative VMT assessment for small projects.Screering based on small projects may wish to follow the
definition of a small project presented in CEQA Guidelines 15179.5which includes multi-family
developments of 100 units or less and retail or mixed-use commercial of 100,000 square feet or lessOr
use the criteria cited in the OPR Technical Advisory(page 12) to screen projects that generate or attract
fewer than 110 vehicle trips per day. Based on research for small project triggers?, this may equate to
nonresidential (e.g., office) projects of 10,000 gjuare feet or less and residential projects of 20 units or
less. The Town of Los Gatos may also screen locaderving retail projects (projects with less than 50,000
square feet of retail) on the basis that they attract trips that would otherwise travel lon ger distances.

20 Refer to technical memorandum on small project triggers in Appendix H.
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Projects that reduce VMT or are located within transit
priority areas (TPAs) sbuld be presumed to have a
less than significant impact on VMT. Additional
screening options identified in the OPR Technical
Advisory for:

Map based screening for residential and office
projects

Local Serving Retail Projects

Transportation projects that d o not add vehicle
capacity

Projects that would not result in a net increase
of VMT

Affordable housing projects

Small projects

L

Screening does not provide information about the
actual VMT changes associated with the project.

Screening most appropriate if consistent with
applicable general plan and supported by substantial
evidence.

Rely on sceening if consistent with applicable
general plan and supported by substantial evidence
demonstrating cumulative VMT is declining. For
project-by-project VMT analysis with VMT screening
most projects will likely not screen out, which will
require a more complete VMT analysis.

Apply screening for the following project types:

i Small Developments
Projects in Low-VMT Areas
Projects in Proximity to Major Transit Stops
Affordable Housing
Local Serving Retail Projects less than 10,000
square feet

i Transportation Projects that do not add vehicle
capacity

The Santa Clara Countywide VMT Estimation Toolill
be applied for screening as follows:

1 Low VMT generation map-based screening of
residential, office, and industrial land uses,
those land uses in combination with each
other, and those land uses with or without local
serving retail space.

A transit priority areas (TPAs)/major transit
stops and high-quality transit corridor (HQTC)
screen.

P

Screening not used for this approach. Rather than
analyzing VMT for each proposed land use project
individually, projects consistent with the General Plan
could be exempt from further VMT impact analysis
since VMT impacts would have been analyzed in the
General Plan EIR.










































































































